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CONGRESS AND TRANSPORTATION 

The long session of the Seventieth Congress that 
came to an end May 29 did not result in enactment of 
any piece of legislation that could be classified as a 
railroad measure, in the sense of relating wholly to rail 
transportation. It must be said in the same breath, how- 
ever, that Congress did pass a measure that is bound 
to have an effect on railroad transportation—the Deni- 
son act increasing the capitalization of the Inland Wa- 
terways Corporation from $5,000,000 to $15,000,000 and 
providing for extension of the government’s barge line 
services to the tributaries or connecting waterways of 
the Mississippi River. Probably the part of the act 
that has the greatest significance for the railroads is that 
which practically carries a mandate to the Commission 
to bring about widespread establishment of barge and 
rail routes and rates and equitable divisions of joint 
rates. 

The Sixty-eighth Congress enacted the Hoch-Smith 
resolution as a sop to the farmer. The Seventieth Con- 
gress, although failing in its efforts to enact a farm re- 
lief bill, passed the barge line bill—and candidates for 
election to the Seventy-first Congress may now mount 
the platform and tell the farmer of the west and north- 
west of the reductions in transportation charges on farm 
products that will come from this “relief” measure. If 
the “relief” is as long delayed as in the case of the 
Hoch-Smith resolution, the farmer may finally question 
the efficacy of the kind of “farm relief” legislation Con- 
gress hands him. The barge line bill commanded a 
large degree of support because of the argument made 
in support of it that it would help the farmer through 
bringing about lower transportation charges. The fact 
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must not be lost sight of, however, that its passage also 
was made practically certain by the support of leading 
commercial organizations of the middle west whose 
members may benefit from the lower rates charged by 
the inland waterway transportation agency financed by 
the federal government. 

Senator Bruce, of Maryland, says this invasion by 
the government of the field of private enterprise can not 
be stopped until the business organizations of the coun- 
try make such a protest that Congress will put a stop to 
such activities. We agree with his position, but when 
the representative business organizations of Chicago, 
St. Louis, Kansas City, Omaha and New Orleans, for 
example, put up such support as they did for enactment 
of the barge line bill, the day appears to be far off for 
the thing Senator Bruce says should be done. The busi- 
ness interests that are injured by this enterprise may, 
in time, create sufficient public opinion to bring about 
an end to this government enterprise, but so long as the 
great business interests of the middle west, for selfish 
gain, are willing to have pushed aside sound, funda- 
mental principles of government, the outlook is not 
promising. 

The barge line bill had practically unanimous sup- 
port in Congress. It had the support of the agricultural 
members. It had the support of the members who were 
won over by the arguments of the business interests of 
the middle west. It had the support of those members 
of Congress who would, if they could, have the govern- 
ment run all business. The government-ownership 
member of Congress approved this bill because it com- 
mitted the government indefinitely to operation of barge 
lines on a large part of the inland waterways of the 
country. The act authorizes the purchase of additional 
stock of the Inland Waterways Corporation to the ex- 
tent of $10,000,000. That is just a beginning, however. 
If the barge services are extended to the tributaries of 
the Mississippi as authorized, more money will be 
taken from the federal treasury to finance the operations. 

This act, on its face, relates to inland waterway 
transportation. It is, as a matter of fact, an act to reg- 
ulate and to reduce railroad rates. Not having the cour- 
age to legislate directly on the subject of railroad rates, 
Congress endeavors to accomplish the same result 
indirectly. 

Senator Reed, of Missouri, in attacking the “sugar 
trust” because some sugar refiners of the east and south- 
east protested against the bill, no doubt thought he was 
making votes for the bill. He appeared to ignore the 
fact, however, that, with respect to shipments of sugar, 
the issue raised by the bill was one of sugar refiner vs. 
sugar refiner. The large sugar refiners of the New Or- 
leans area have found they can use to advantage the 
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government barge line, with its rates below those of the 
railroads. The sugar refiners of the east and southeast 
say this puts them at a disadvantage in competing with 
the New Orleans sugar refiners. But, because they ask 
ask equal opportunity to do business, they are attacked 
by the vitriolic senior senator from Missouri. 

“President Coolidge has spoken pointedly against the 
government engaging in business and has referred par- 
ticularly to the barge line enterprise as one from which 
the government should withdraw as soon as possible. 
Yet the demand for approval of the Denison bill was 
such that even the President did not withstand it. He 
signed the bill and it became law. There may be a re- 
action to this mania for barge line transportation at the 
expense of the general public. There will be, we believe, 
once that part of the business public that is discriminated 
against by the government being in this business be- 
comes fully aroused. 

Approximately one hundred and twenty bills and 
resolutions relating directly to railroads were introduced 
in the long session. Twenty-nine of these related to 
rates, in one form or another. There were bills provid- 
ing for repeal of the surcharge on travel in parlor and 
sleeping cars; for amendment of the long-and-short-haul 
clause of the fourth section of the interstate commerce 
act; for amendment or repeal of section 15a of the act; 
for reorganization of the Commission on a regional 
basis or for appointment of commissioners from specified 
sections of the country; for depriving the Commission 
of control over construction of lines of railroads between 
points in a given state; for unification of carriers; for 
regulation of motor vehicles in interstate commerce; and 
for restoration, to some degree at least, of power here- 
tofore taken from the states with respect to regulation 
of rates. These measures will remain alive until the 
end of the short session of the present Congress, which 
will meet again in December unless a special session 
should be called in the meantime. 

Although, as stated, no “railroad” bills were enacted 
at this session, the Senate adopted resolutions relating 
to rates. It adopted the resolution offered by Senator 
Walsh, of Montana, calling for information as to rates 
on railroads in the United States and in Canada. The 
Commission filed a report with the Senate in response 
to the resolution. The Senate also adopted a resolution 
offered by Senator Walsh, of Massachusetts, providing 
for an investigation by government departments of the 
factors contributing to the diversion of commerce from 
American ports*to Canadian ports. The resolution re- 


quires that the report asked for be submitted at the next 
session. 


Early in the session the Senate adopted a concur- 
rent resolution offered by Senator Robinson, of Arkan- 
sas, calling on the Commission for a report as to deci- 
sions, among other things, in which the Commission at- 
tempted to equalize prosperity among the producers of 
commodities. The House did not act on the resolution. 
This resolution was believed to have related to the lake 
cargo coal controversy. Another piece of proposed leg- 
islation that came out of that controversy was the bill 
introduced by Senator Glass, of Virginia, providing for 
repeal of the Hoch-Smith resolution. No action on the 
bill was taken by the Senate interstate commerce com- 
mittee. Members who might have voted for repeal of 
the resolution took the position that, because the reso- 
lution was adopted as sop to the farmer, it would be 
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useless to attempt to repeal it at this time. The Senate, 
however, adopted the Metcalf resolution amending the 
Hoch-Smith resolution so as to include the products of 
fisheries in the “depression” paragraph of the resolution. 
The House committee on interstate and foreign com- 
merce, however, took no action_on the measure. It may 
be taken up at the next session. 

The Senate passed the Pittman bill exempting cer- 
tain classes of short lines from the recapture provisions 
of section 15a of the act. The House committee on 
interstate and foreign commerce, however, did not act 
on the bill. 

In the last days of the session, the Senate adopted 
a resolution offered by Senator Wheeler, of Montana, 
to investigate whether rates charged by Canadian rail- 
roads on grain and other farm products from the west 
would be compensatory to railroads in the United 
States, and if so, to require establishment of such rates. 
The Commission is to report the results of its investi- 
gation at the next session of Congress. The resolution 
does not have the force of law, having been adopted 
only by the Senate, but the Commission is expected to 
make an investigation and submit a report. 

The Senate passed a bill to provide for steel cars 
in the railway post office service but the House took no 
action on the bill. 

The Senate interstate commerce committee, in the 
last days of the session, favorably reported the Robin- 
son bill, providing for repeal of the Pullman surcharge, 
and the Mayfield bill, restricting jurisdiction of the 
Commission over construction of lines within states. 
Previously the committee reported favorably the Good- 
ing long-and-short-haul bill. These measures may be 
considered at the next session. 

The session began with the chairmen of the inter- 
state commerce committees expressing the belief that a 
railroad consolidation bill would be passed. The House 
committee on interstate and foreign commerce favorably 
reported a consolidation bill but the Senate interstate 
commerce committee did not. Opposition developed to 
the House bill and leaders decided not to push it at this 
session. Perhaps after the election in the fall, the con- 
solidation bill may be considered without reference to 
political fortunes. 


Regulation of the motor bus in interstate commerce 
was proposed and hearings on the subject were held be- 
fore the House committee on interstate and foreign com- 
merce. Such legislation was advocated by the Commis- 
sion, the state commissions, the steam railroads, the 
electric railways, and the bus operators, but the “man 
in the street” said nothing and the House committee 
decided, after its subcommittee had proposed an inade- 
quate bill providing only for surety bonds being required 
of interstate operators, to defer action. 

A subcommittee of the House committee on inter- 
state and foreign commerce held hearings on H. R. 
12773, a bill introduced by Representative Newton, of 
Minnesota, to amend the bill of lading provision of par- 
agraph 11 of section 20 of the interstate commerce act, 
but nothing further was done. Shippers and railroads 
supported the bill. 

The Senate interstate commerce committee devoted 
much of its time at this session to the investigation of 
the bituminous coal industry under the Johnson resolu- 
tion, which was introduced at the request of the United 
Mine Workers of America. Certain railroads were 
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charged by the union miners with being in a conspiracy 
to break the union but the evidence did not bear out the 
charges. A bill prepared by the union was introduced 
at the close of the hearings at this session by Senator 
.Watson, and it and other bills may be considered at the 
next session. 

Aside from the Denison barge line bill, the only im- 
portant piece of legislation affecting transportation di- 
rectly enacted at this session was the Jones-White mer- 
chant marine bill, which is dealt with separately. Efforts 
to obtain action on the bills providing for incorporation 
into law of the Hague rules governing the carriage of 
goods by sea were not successful. This subject probably 
will be taken up at the next session. 


THE SILLY SENATE 

The United States Senate, which has continued 
more and more to nose into things that do not concern 
it and about which it knows nothing, has capped the 
climax with its resolution asking the Interstate Com- 
merce Commission to reduce rates.on grain, live stock 
and other agricultural products in the northwest to a 
basis comparable with that in Canada. Of course, this 
is not a mandate to the Commission, the Senate, without 
the concurrence of the House, having no such power. 
It is merely a request for a report as to conditions and 
an effort to influence action—or, perhaps, merely an 
effort to cause the farmer to think that the Senate is his 
friend, without expectation of real results from the Com- 
mission. 

But the Senate makes itself and its action the more 
ridiculous by the inclusion of live stock among the com- 
modities on which it wishes rates reduced to the Cana- 
dian basis. Since the resolution was adopted without a 
dissenting vote, it is apparent that no senator knew that 
rates on live stock in the section of the United States 
referred to are about twenty per cent lower than in Can- 
ada. Yet the Senate gravely voted for a resolution, in 
the interest of the farmer in this country, to put rates 
on live stock on a par with those in Canada. 


It would be interesting to know how live stock got 
into the resolution. It, with the preamble that was 
stricken out, reads as if it had been originally prepared 
without reference to live stock. Probably some senator 
insisted that live stock ought to be included and it was 
thrust in without any investigation, on the mere assump- 
tion that rates on live stock in this country must be 
higher than in Canada, since that was the case with 
respect to grain. 

By its action the Senate has not only been guilty 
of unwarranted interference, but of laughable ignorance 
of the subject with which it deals. It is not to be won- 
dered at that the Senate knows so little about the rate 
structure, but probably no one but the Senate would 
be so silly as to attempt to instruct the Commission 
what it ought to do without at least ascertaining some 
of the facts before acting. 

We shall be much interested in reading the Com- 
mission’s reply to the Senate. It will at least have to 
ask if the Senate means exactly what it says. If it 
does, then the Commission, if it followed the Senate’s 
advice, would reduce rates on grain and increase rates 
on live stock. Possibly the railroads might be willing 
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to trade on that basis without a fight. But, of course 
the Senate does not mean that. It means that any rates 
affecting the farmer should be reduced and, if rates op 
live stock are really lower in this country than in Cap. 
ada, then they should be reduced for some other reason 
and rates on grain should be reduced for the reasons 
stated in the Senate resolution. 

We suggest that, among its many other investiga. 
tions, the Senate investigate itself to find if there is not 
at least one member who thinks of anything but politics 
before he votes. 


HOCH-SMITH DELAY 

Those who, as told elsewhere, have objected to pub- 
lic criticism of the delay in reaching conclusions in the 
various investigations under the Hoch-Smith resolution, 
have successfully refuted the charges of Congressman 
Hoch that the railroads were responsible for the delay, 
at least so far as the live stock investigation is concerned, 
Indeed, in the matter of time for filing briefs in that 
case, the delay is from quite other sources. What they 
say is also convincing as to the industry of the mem- 
bers of the Commission and others engaged in the in- 
vestigations. But we do not understand that Mr. Hoch’s 
charges of delay are confined to insinuations that some- 
one is “playing horse.” Certainly ours are not. The 
charge is that the very system of the Commission that 
requires so much industry and long drawn out hard 
work is responsible for an unnecessary delay. It is the 
methods of procedure and rules of practice of the Com- 
mission that need reform. The Hoch-Smith investiga- 
tions are only a highly graphic illustration of the general 
condition. A Commission investigation is becoming a 
joke of the serious type of the famous case of Jarndyce 
versus Jarndyce. We do not want action without ade- 
quate investigation, but it ought not to take the Com- 
mission four years (if, indeed, it accomplishes the task 
within that time) to find out whether there is an agri- 
cultural depression, and, if so, how much rates on grain, 
for instance, ought to be reduced in compliance with 
the wishes of Congress. The Commission is overworked, 
to be sure, but much of its work is caused by the meth- 
ods of which we complain. 


MERCHANT MARINE ACT, 1928 

In the Jones-White merchant marine act, officially 
designated as the “merchant marine act, 1928,” Congress 
has confirmed the policy and primary purpose declared 
in section one, of the merchant marine act, 1920, “that 
it is necessary for the national defense and for the proper 
growth of its foreign and domestic commerce that the 
United States shall have a merchant marine of the best 
equipped and most suitable types of vessels sufficient to 
carry the greater portion of its commerce and serve as a 
naval or military auxiliary in time of war or national 
emergency, ultimately to be owned and operated pri- 
vately by citizens 6f the United States. . . .” 

Reviewing the new marine law with this declaration 
in mind, it may be said that the law has in it provisions 
that may hasten the day when the government will re- 
tire from the shipping business on the high seas but 


that, at the same time, it contains provisions that may 
(Continued on page 1382) 
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| in Washington 


Nature and Government Prolific.—It is, perhaps, trite to say 
that nature is prolific, in view of the oft repeated assertion 
that, if all the eggs of one female codfish were converted into 
adult fish, there would be no room in the ocean in a season or 
two for water or anything else. But man, when he is part of 
what is known as “the government,” in the matter of words, is 
not so far inferior to the cod. For instance, consider the thou- 
sands of bills introduced at this session of Congress—about 
14,050 in the House and about 4,577 in the Senate, not to men- 
tion the hundreds of resolutions in contrast with the few hun- 
dred, mostly private bills, that have been passed. The measures 
of value enacted can be counted on one’s fingers and toes. At 
least 90 per cent of all bills, it is believed, mean no more than 
the letters of complaint written by cranky citizens to the news- 
papers and police departments. They are merely the evidence 
of the vanity of constituents of members of Congress. The 
constituents are afflicted with delusions of grandeur of intellect 
or of Messianic mission. Sometimes the member who intro- 
duces such a bill gives credit to the constituent by indicating 
that the measure was introduced by request. Sometimes the 
words, “by request,” may also be taken as a disclaimer by the 
introducer—that is to say, he has thought so little about the 
constituent that he has not read the bill or, having read it, he 
is afraid to have it attributed to him. But the information the 
members of Congress call for from governmental bureaus or 
agencies cause just as much waste of time as the bills they 
introduce. For instance, the resolutions calling on the Com- 
mission for information. Ninety-five per cent, if not more, of 
the material furnished is a waste of time. Occasionally some- 
thing that is deemed vicious, such as the Hoch-Smith resolution, 
comes from the Capitol. That, however, is the exception. Usu- 
ally what the Capitol wants is merely foolish and constitutes 
no addition to the sum total of public information. The Federal 
Trade Commission is also called on for reports that seem to 
contain the maximum of words and the minimum of useful 
thought or information. That body has just gotten through 
compiling and dispatching to the Senate two large volumes of 
material gathered in an investigation of farmer marketing co- 
operative agencies. One of the phases covered by the report 
was as to the causes of failure of such enterprises. The com- 
mission found nothing inherently wrong with the idea. What 
it found, as causes of failure, were lack of capital and lack of 
selling experience; also lack of loyalty on the part of members 
of such associations. If there is anything new in those con- 
clusions, those to whom they present any novelty must have 
been far away from the everyday work of their neighbors. 
Failure through biting off more than one could chew is one 
of the most obvious things in the world. Lack of money to 
make the mare go is as commonplace as sunrise. Lack of cap- 
ital and lack of experience constitute a combination that is 
usually defeated only when there is a case of rising prices that 
enable the one that has embarked in an enterprise to finance 
himself from. current receipts and the market, from the seller’s 
point of view, is so good that the amateur, when he has brains, 
is able to overcome the handicap of lack of capital and lack of 
experience. Yet the federal trade body had to write two huge 
volumes, the gist of which is as before set forth. Of course, 
there are many details that have no direct and important bear- 
ing on the question as to why farm cooperative associations so 
often come to grief. However, a professor of economics in any 
good college could have answered the questions in much shorter 
time and at much less expense. 





Alaska’s Taxicab Is the Airplane.—The airplane, according 
to the Department of the Interior, is becoming a sort of long 
distance taxicab for Alaska. That department is Alaska’s nurse. 
Anything the land we acquired from Russia does is a fond parent 
story for the department. It is not interested in speculation as 
to whether this country, in paying $7,200,000 for that supposedly 
frozen and worthless land, was buying something Secretary 
Seward thought worth the money or paying Russia for its naval 
demonstration of friendliness in the dark days of the Civil War. 
According to a bulletin issued by that department, more use of 
the airplane is being made in that community, in proportion to 
population, than in any other part of the world. The plane 
speeds up business in that region of great distances and sparse 
population. At least, that is the nature of the reports that 
come to the office of the Alaska Railroad, one of the govern- 
ment ownership enterprises that are helping the people of the 
country reach a conclusion as to whether they should convert 
their government from one, the only business of which shall 
be governing, to one conducting enterprises, in competition with 
its own citizens in various lines of human endeavor. According 
to those reports, Alaskan commercial fliers, in the last half 
dozen years, have flown 300,000 miles with passengers. That is 
less than the one-way mileage of the Pennsylvania’s fast pas- 
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senger trains between New York and Chicago in one year. 
However, in Alaska it is an achievement worth noting. There 
are 40 flying fields in the territory, all constantly in use. The 
mining man flies to the point where there is a report of a 
gold strike. Sometimes furs and gold dust come to the coast 
in flying machines. The government is about the only agency 
in Alaska that does not use the heavier than air machine. The 
mails are still carried in the old way. Mail flying in Alaska is 
too expensive, though there was some of it as long ago as 1924. 
Eight round trips were flown between Fairbanks and McGrath 
by Ben Eielson, who recently flew over the north pole with 
Capt. George Wilkins. 





Few Die and None Resign.—This is to be a great year for 
government employes who do clerical work. The fighting men 
and men in the mail service are not included. The clerical 
workers, including the registers of land offices, are to receive 
increases in pay July 1. It will be the first increase the reg- 
isters have had for 110 years. President Coolidge has signed 
a bill raising their pay from $3,000 to $3,600 a year. The clerks 
have been working on schedules adopted in 1853, seventy-five 
years ago. They have had additions to their pay since then 
by means of temporary additions, but this is a general revision. 
The land office register salaries were established April 30, 1818, 
and ranged from $500 to $3,000 a year. The ones who, in 1818, 
got $3,000 a year, were mighty government officials, about whom 
their neighbors talked in whispers lest the great men be dis- 
turbed in their deep thoughts. The highest paid of them had 
a salary in excess of the pay of members of Congress. It was not 
until about 1872, says memory, that congressmen had the temerity 
to vote themselves more than $2,500 a year, and then the “salary 
grab” raised a mighty commotion throughout the land. Although 
the sale of public lands has become a small business in com- 
parison with what it was even so late as 1875, there are still 
29 registers. Until a few years ago there was an official known 
as a receiver at every land office. Secretary Work, however, 
abolished the receivers and made the registers do the work. A 
few registers have as many as half a dozen clerks, especially 
in areas where there are minerals on the public lands subject 
to acquisition by the citizen under the national leasing law. 
Broadly speaking, however, the public land office, has become 
an extinct thing. 





Diversions of the Great.—Each generation has its stories as 
to the foibles, weaknesses, and diversions of its great and near 
great. Just now the makers of detective stories have had their 
market stimulated by the report that Dwight Morrow, our am- 
bassador at the halls of Montezuma, whiles away the tedium, or 
luxury, of illness, by reading detective stories, eleven or twelve 
of them a day. On the heels of that came the report that J. P. 
Morgan, of whose firm Mr. Morrow was once a member, also 
diverted himself in the same way while on an ocean trip, blow- 
ing whales, Portugese men-of-war, and porpoises, not to men- 
tion icebergs, being “old stuff” to him. Just about thirty years 
ago the folks chuckled because it was discovered that John 
Sherman, then Secretary of State, while the war with Spain 
was going on, forgot a cabinet session because of his absorption 
in a dime novel of the detective type. A few weeks later, the 
man who as Secretary of the Treasury nearly twenty years 
before that time, had put the country back on the specie pay- 
ment basis instead of the paper money basis of Civil War days, 
also forgot a cabinet meeting because he was helping the build- 
ers of a row of houses for him set up the latrobes he was 
installing as the central heating system in each house. Some 
folks thought it reprehensible for the man from Ohio to be so 
forgetful about meetings which, to them, would have been sim- 
ply unforgettable. But cabinet meetings were “old stuff” for 
Sherman. He had resigned the secretaryship of the treasury 
years before he became Secretary of State. Getting the 
latrobes set right and finding the answer to the mystery in the 
dime novel, to him, those cabinet morning meetings, were 
infinitely more mind-arresting things than stodgy talk about 
the best way to carry on the tupenny war with Spain. He never 
seemed to feel any anxiety about that matter, even when, before 
the destruction of Cervera’s fleet, the navy was wondering what 
would happen to the Oregon, the battleship that was coming 
around the Horn, if Cervera fell in with her. Sherman, seem- 
ingly, had an idea that the Oregon would take care of that fleet 
without any help. That was the idea Captain Clark, in com- 
mand of the Oregan, also had. When he got around safely, he 
astonished the newspaper correspondents who quizzed him by 
saying that he had prayed, every day, after he rounded Per- 
nambuco, that he would fall in with Cervera. Clark had thir- 
teen-inch guns and Cervera eleven-inch. Cervera could go faster, 
in theory than Clark, but Clark could outrange his fire. As 
a matter of fact, the. Spanish admiral’s ships were so foul, 
having barnacles more than two inches long, that the Oregon 
could have outfooted him, even if the Dutch, at Willemstad, had 
not sold him coal as poor as some sold in the United States 
in World War days. 





Mileage Scales Always Necessary—When a traffic man 
reads the inverted compliments paid to the Commission’s pas- 
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sion for mileage scales by Commissioner Meyer and Wilbur 
LaRoe, Jr., he thinks of something that has happened to him 
by reason of the application of a scale and shouts, “Amen!” 
But, when everything else is equal, mileage is the controlling 
fact in the making of a rate or a whole line of rates. Every 
railroad traffic manager has in his files a number of mileage 
scales he and his predecessors used before the Commission had 
the power to make such sweeping changes in rates as are com- 


mon nowadays. In the old days, it was part of the game in’ 


a big rate case, to try to smoke out a traffic man and make 
him disclose the scale he had used in making given rates. Much 
perjury has been committed, it is suspected, in the making of 
answers in respect of such scales. They were considered things 
not to be known outside of the office. Division sheets now are 
about the only secrets traffic managers have. They are not 
very secret at that. Road A has to furnish a division sheet to 
the men of road B to enable the latter to check up on inter- 
line billing. Road B has a shipper who much wants to know 
the divisions road A receives on certain traffic. He is a good 
customer, so, when he insists, he gets from road B a copy of 
the division sheet road A will not furnish him. Sometimes, 
when a surreptitiously obtained division sheet gets into tes- 


-‘timony, the “betrayed” road makes a “roar” through its attor- 


ney. That, however, is as far as the matter goes. The Com- 
mission admits the testimony and the last shred of privacy is 
torn from the traffic manager’s official person. Mileage scales 
go into the discard as soon as it is found that the rates made 
in accordance therewith are too high. That was so before the 
Commission, in a large way, began following the practices of the 
traffic managers.—A. E. H. 


U.S. AND CANADIAN RATES 
The Trafic World Washington Bureau 


The Senate has adopted a resolution (S. Res. 250) offered 
by Senator Wheeler of Montana, askin the Commission to 
ascertain whether rates on grain and other agricultural prod- 
ucts in the northwest may be reduced to the basis of Canadian 
rail rates and if it finds they may be reduced, to reduce them 
and report to the Senate at the next session. The resolution 
follows: 


Resolved, That the Interstate Commerce Commission is requested 
(1) to make an investigation with a view of ascertaining whether 
rates similar to the Canadian rate on grain, livestock, and other 
agricultural products in the Northwest would be compensatory to 
American railroads operating in that territory, and, (2) if upon 
such investigation the rates similar to the Canadian rates are found 
to be compensatory, that the Commission reduce said rates in the 
Northwest on said agricultural products so that the American farmer 
will be put on an equality with the Canadian farmer in this respect, 
and (3) to report to the Senate at the beginning of the next regular 
session of the Seventieth Congress the results of such investigation 
and any action of the Commission in pursuance thereof. 


The resolution as offered contained the following preamble: 


Whereas the farming industry in the United States is in a de- 
a, condition, resulting in the bankruptcy of thousands of farm- 
ers; an 

Whereas permanent prosperity of American industry as a whole is 
dependent on the prosperity of the farming industry, representing 
40 per cent of our population; and 

Whereas no effort to bring about prosperity for the farmer can 
possibly succeed which does not seek to place the farming industry 
on an economic parity with other industries; and 

Whereas the measures for agricultural relief, supported by the 
leading fafm organizations of the country, have been defeated by the 
present administration; and 

Whereas tables of freight rates compiled by the Interstate Com- 
merce Commission in response to Senate Resolution 208 dealing with 
the relatitve rates on grain in the United States and in Canada give 
the following table of grain rates on page 2 of their report in Docu- 
ment No. 107 of the Seventieth Congress, first session (table of rates 
omitted). 

And 

Whereas according to this table the freight rates from Montana 
points to Duluth, Minn., average 18 cents per hundred pounds higher 
than the rates from beg Canadian shipping points; and 

Whereas such difference in freight rates places the farmers of 
Montana at a disadvantage of 10 cents per bushel in competing with 
Canadian farmers; and 

Whereas on Montana 1927 wheat crop of 79,702,000 bushels this 
eae in freight rates amounts to the sum of $7,970,200. 

enator Watson, chairman of the interstate commerce com- 


mittee, said he would not object “so far as the investigation of 
the freight rates on farm products is concerned,” but that “I do 
very seriously object to the whereases of the resolution.” He 
asked that the preamble be eliminated and Senator Wheeler con- 
sented to that. As modified, the resolution was agreed to. 
Speaking for the resolution, Senator Wheeler said: 


This is one way to materially help the farmers of the northwest. 
As pointed out in the resolution, the wheat farmers of Montana 
alone paid nearly $8,000,000 more in freight rates on their wheat 
crop in 1927 than they would have paid had they lived in Canada. 


I have not the exact figures in reference to rates on other 
farm products, but my understanding is that they are lower than 
our rates, thereby giving the Canadian farmer a great advantage 
over the stockmen and grain farmers of our country. 

The railroads of this country, in their present prosperous con- 
dition can, in my judgment, well afford to place the farmers of 
the northwest on an equality with reference to freight rates with 
the farmers of Canada. They should do this voluntarily, and if 
they will not do it voluntarily, then the Interstaté Commerce Com- 
mission should see that it is done. 
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United States railroads are in a tariff quandary of cop. 
siderable size on account of the answers made by the Supreme 
Court of the United States to the questions sent to it by the 
Circuit Court of Appeals for the seventh circuit in News Syndi- 
cate Co. vs. New York Central et al., November 21, 1927. (See 
Traffic World, November 26, 1927, p. 1224.) In those answers 
the court said the damage to the shipper from Canada to q 
point in the United States was caused by the failure of the 
United States lines to publish just and reasonable rates from 
the international line to the destination within the Uniteq 
States. 

There are hundreds of joint rates crossing the interna. 
tional boundary lines. In none of the tariffs containing such 
rates have the United States published rates from the border 
to the United States point. In no case, practically if not absgo- 
lutely speaking, have the United States lines published rates 
to the border for application on traffic going into Canada. 

The court having declared that it is the duty of the United 
States lines to publish such rates, failure to comply means that 
the Commission will have to bring to the attention of the 
proper prosecuting officers their failure to do so with a view 
to having them punished for their sin of omission. 

Practical difficulties confront the United States lines in 
the publishing of rates. There are many routes and many 
railroads in the United States. There are few distinct rail- 
road corporations in Canada. Those facts create the tariff 
publishing difficulties. The competing routes in the United 
States desire to equalize rates via their routes. Not all points 
where railroads physically cross from one country to the other 
are stations from and to which rates may be published, because 
a railroad, broadly speaking, cannot offer to deliver traffic at 
a point where it has neither a sidetrack nor a station. That 
is also the fact about the Canadian lines, Unless a Canadian 
line has a siding and a station at a point designated as a 
place to which it will haul goods and receive them, it has 
difficulties to surmount in publishing rates to match up with 
rates, local or proportional, with those in the United States. 
The fact that there are not as many distinct railroads in 
Canada as there are in the United States makes it impossible, 
easily, for combinations of United States and Canadian lines 
to make up routes the proportionals'over which will match the 
factors applicable over the direct or rate-making routes. 

So much are the United States lines impressed with the 
difficulties presented by the varying facts on the two sides of 
the boundary that they have held a number of conferences 
on the subject. One of them, in New York, this week, was 
attended by W. V. Hardie, director of the Commission’s bureau 
of traffic. The effort is to find a formula that will enable the 
circuitous routes in the United States to participate in traffic 
to and from Canada. In some instances it may not be of 
importance to the Canadian line which gateway is used, be- 
cause, no matter which gateway is used, it will obtain a haul. 
But the question of gateway is of importance to United States 
lines, many of which can take or send traffic through only one 
route and receive a worth while haul on the traffic. The burden 
is upon the United States lines not only of complying with the 
United States law but in finding a way for each to have a fair 
share of the traffic, which is of great volume. 





OPERATING AVERAGES 
Comparison of selected items of freight service operating 
averages of Class I railways for three months, 1920 to 1928, 
and March, 1928, vs. 1927, United States, has been made by the 
bureau: of statistics of the Commission as follows: 


= Trainload +e 
- 2 s 32 
Es he o & = 
= am 2 aS a ~§ 
bi ee 3 2); im q 2 
a = o : ee = . 
ge “+. =(* ae =f § & 3 £8 38 
ge fA ly mom Fe |. = SUL 
8 as = 2c 2s 3 a ta 3 es 
- Sg 0s = fe as By OM se 
Bs % 2.3 82 sh 3 fe 5° 8g 3 
aE Zz o & os £8 58 88 S = 48 &, 
1920 5,017 1,366 678 14,426 466 28.3 23.0 *71.6 34.5 aire 
1921 3,896 1,366 ~°620 15,286 377 = * 28.6 21.8 60.5 36.8 182 
1922 4,207 1,444 666 16,623 404 27.9 22.6 64.3 38.1 173 
1923 5,190 1,445 692 15,100 495 28.3 25.9 67.4 37.2 186 
1924 5,009 1,514 692 16,826 474 27.3 26.5 65.7 39.6 170 
1925 5,007 1,590 717 18,379 468 27.1 26.6 65.0 41.7 156 
1926 5,276 1,641 727 19,226 493 27.1 28.5 64.0 43.0 153 
1927 5,557 1,732 *768 20,871 *522 27.9 %29.9 62.6 45.0 144 
1928 5,151 %1,765 761 *22,470 494 26.6 29. 63.0 *46.4 *140 


1927 *5,701 1,776 *785 21,646 *537 *27.4 30.9 68.5 46.2 136 
1928 5,354 *1,811 776 *23,136 514 26.1 31.0 *63.6 47.7 %134 





*Best record of the comparative period 
jIncludes unserviceable cars. 
tIncludes equivalent coal tonnage for fuel oil consumed. 


N. P. LAND GRANTS 
Congress passed a joint resolution amending the Northern 
Pacific land grant resolution so as to extend the time for the 
investigation. of the land grants to June 30, 1929. 
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Decisions of Interstate Commerce Commission 


NEW DOOR RATES FORBIDDEN 


The Commission, by division 3, in I. and S. No. 3024, doors 
from Pacific coast territory to Central Freight Association ter- 
ritory, has found not justified the proposed increased rates on 
doors, in carloads, from and to the territories mentioned, but 
without prejudice to the filing of new schedules in conformity 
with the findings. The Commission found that the proposed 
rates would unduly prefer manufacturers in Wisconsin and re- 
sult in many fourth section departures. 

As described by the railroads, the proposed rates on doors 
would be joint publications on the basis of 115 per cent of the 
contemporaneous rates on lumber. They were suspended on 
protests of Pacific coast manufacturers of doors and other mill- 
work. The report said the transcontinental lines were not rep- 
resented at the hearing and the only testimony offered was in 
behalf of carriers operating in central territory. 

At present the rates are combinations. Formerly the ag- 
gregate rates applied on doors from north Pacific coast points 
and from California points were the same. The parity, the 
report said, was broken by the different manner of publication 
in recent years. From north coast points, the report says, the 
lowest combinations are made on Oshkosh, Wis., an important 
millwork point. 

Protestants, while recognizing the fact that the Commission, 
in Rates on Lumber and Lumber Products, 52 I. C. C. 598, re- 
lated millwork rates to lumber rates, made the point that the 
lumber rates in the territory of destination were not well 
matched, either in central territory itself or in territory just 
west of the Mississippi River. They also contended that one 
of the primary reasons for relating the millwork rates to the 
rates on lumber had disappeared in the grant of transit at Mis- 
sissippi River and Wisconsin mill points on doors manufactured 
at those points from lumber shipped from the Pacific coast. 

In the course of its report the Commission reviewed many 
cases in which it had tried to bring about a greater uniformity 
of rates on lumber, particularly Rates on Lumber and Lumber 
Products, supra, to which reference is made in the closing of 
the report, which is as follows: 


Our findings in that case were designed to secure greater uni- 
formity in the rates on lumber and lumber products. We have pre- 
scribed the ge sng there recommended on doors and certain 
other articles for application from numerous producing points to 
trunk-line and New England territories. The carriers should be sup- 
ported in their efforts to bring about uniformity in the rates on the 
commodity here considered, provided that injustice will not be done 
thereby to competing localities or shippers. We are convinced that 
joint rates on doors should be established for application from Pa- 
cific coast points to destinations in central territory, and that the 
rates from these points of origin should be the same. In so far as 
the proposed schedules would effect such an adjustment they would 
undoubtedly represent a decided improvement over the existing situa- 
tion. However, in view of the rates now applicable on this com- 
modity from producing points in Wisconsin to the same destinations, 
the rates proposed would unduly prejudice the Pacific coast points and 
unduly prefer the Wisconsin competing points. They would also result 
in numerous fourth-section departures. For these reasons the sched- 
ules here proposed will not be approved. 


LEPIDOLITE REPARATION 


Overruling divisions 4 and 1, the Commission, on reconsid- 
eration of No. 15085, State Corporation Commission of New 
Mexico et al. vs. Santa Fe et al., has reversed the finding in 
the report on further hearing, 123 I. C. C. 675, denying repara- 
tion on specified shipments of lepidolite ore, carloads, from 
Embudo, N. M., to Wheeling, W. Va., which moved over the 
Pennsylvania as a delivering line, but which was not named 
in the complaint. : 


Upon this reconsideration the Commission affirmed the 
finding of division 4 that a 68-cent combination rate was un- 
reasonable in the past to the extent it exceeded 51 cents per 
100 pounds, minimum 80,000 pounds per standard gauge car. 
It further found that the complainant made 28 shipments which 
had been excluded on the ground that the delivering line was 
not named and therefore the 28 cars were not in issue and 
awarded reparation on them amounting to $4,231.56. 

In the original report, 96 I. C. C. ??, division 4 found that 
the 68-cent rate was and for the future would be unreasonable 
to the extent it exceeded or might exceed 51 cents. When the 
Mineral Mining & Milling Corporation, one of the complainants, 
submitted Rule V statements, the Pennsylvania would not cer- 
tify shipments, 28 carloads, except with the reservation that 
the certificate should not be construed as an admission of dam- 
age to the complainant or an acknowledgment of its claim for 
reparation, and that as the Pennsylvania was not a party de. 
fendant there was no admission of liability. 

In the further report, 123 I. C. C. 675, division 1 found that 
the complaint did not bring in issue the 68-cent combination 


rate in effect over the Pennsylvania route and therefore denied 
reparation on the 28 shipments delivered by the Pennsylvania. 

The Commission, in this report, said that the allegation of 
unreasonableness was not limited to shipments over any par- 
ticular route, except as might be inferred from the reference 
to the tariffs named. The Pennsylvania, it said, was a party to 
the tariff publishing the 29.5 cent factor from the Missouri 
River and that the rate applied over the Pennsylvania in con- 
nection with other defendants. The testimony, it said, showed 
that the complainant had testified that it had tried the three 
lines from St. Louis to Wheeling, the Pennsylvania being one 
of them. 

Defendant Rock Island, which handled these shipments 
from Santa Rosa, N. M., to St. Louis, Mo., the report said, was 
a party to the joint rate west of the Missouri River and also a 
party to the joint rate east of the river over the route in 
which the Pennsylvania was the delivering carrier. In con- 
cluding the discussion, the Commission said: 


A careful examination of the complaint is persuasive that the 
issues thereby drawn were sufficiently broad to cover the past un- 
reasonableness of the rate charged over the route in connection with 
the Pennsylvania. Complainant was entitled to a determination of 
that issue. The finding of division 4 as to the unreasonableness of 
the 68-cent rate in the past was responsive to the issues raised by 
the complaint and was directed against that rate when charged on 
the 28 shipments in question as effectively as when the same rate was 
charged on shipments over the other authorized routes. Division 1 
was in error in finding that the charge collected on these 28 cars 
were not in issue. 


Commissioner Brainerd, concurring, said that although the 
Pennsylvania might not be a necessary party to an award of 
reparation as made herein, it was a necessary party to a proper 
determination of the issues raised by. the complaint as filed 
and should have been brought in and given an opportunity to 
defend in this proceeding, in accordance with the Commission’s 
rules of practice. 

Commissioners Lewis and McManamy dissented but did 
not state their views. 


LUMBER COMBINATION CASES 


In a report written by Commissioner Aitchison in No. 17224, 
Wausau Southern Lumber Co. vs. Alabama Great Southern et 
al., the Commission has ruled against the railroad contention 
that where there is a joint rate from point of origin to des- 
tination, a combination over another route may not be used. 
It has upheld the contention of lumber shippers that the com- 
bination rule is in effect notwithstanding the presence of a joint 
rate between the points in question. It has further held that 
where lumber is not forwarded over the cheapest route, unless 
there is definite showing as to why it should not be so for- 
warded, there is misrouting. The findings result in claims for 
misrouting and overcharges. Therefore the Commission has 
directed refunds of overcharges and damages for misrouting 
and dismissed the complaints. 

Misrouting was dependent upon the interpretation of the 
tariffs. The Commission having held that the combination rule 
was in effect, the finding of misrouting followed as a matter of 
routine. The report covers the following additional cases: No. 
17068, W. P. Brown & Sons Lumber Co. vs. Alabama Great 
Seuthern et al.; No. 17298, Wausau Southern Lumber Co. vs. 
Alabama Great Southern et al.; No. 17407, American Lumber 
& Export Co. et al. vs. Alabama & Vicksburg et al.; No. 17858, 
Southern Pine Association vs. Alabama & Vicksburg et al.; No. 
17957, Watters-Tonge Lumber Co. et al. vs. Alabama Great 
Southern et al.; No. 19522, South Bend Chamber of Commerce, 
for St. Joseph Valley Lumber Co., vs. Louisville & Nashville 
et al.; and six sub-numbers, Same vs. Louisville & Nashville 
et al.; Same vs. Louisville & Nashville et al.; Same vs. Atlantic 
Coast Line et al.; Same vs. Louisville & Nashville et al.; Same 
vs. Louisville & Nashville et al.; and Same vs. Louisville & 
Nashville et al. 

Commissioner Aitchison summarizes the complaints as col- 
lectively bringing in issue and requiring the disposition of the 
following: 

The reasonableness and the applicability under the published 
tariffs of the rates and charges collected on carload shipments of 
lumber and other forest products taking lumber rates from points 
of origin east of the Mississippi River and south of the Ohio and 
Potomac Rivers and from points of origin in Arkansas and Louisiana 
to destinations on and east of the Mississippi River, principally in - 
central territory. Certain of the shipments are also alleged to have 
been misrouted. The periods covered by the complaints vary. One 
of them covers shipments as early as March 1, 1920. Three of them 
specifically include shipments made during the pendency of this pro- 
ceeding. Although there have been numerous informal complaints 
to stay the running of the statue of limitations, it is apparent that 
many of the claims on the early shipments are barred. The prin- 


cipal movement was during the years 1923, 1924 and 1925. At the 
hearing all allegations with respect to the reasonableness of the 
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rates were withdrawn, except as to rates to destinations on the 
Chesapeake & Ohio, Maysville, Ky., to Kanawha City, W. Va., in- 
clusive, and rates to Ironton, Ohio, on the Norfolk & Western. There 
is no prayer for future relief, as the measure of the rates here con- 
sidered is under attack in other proceedings before us. The alleged 
misrouting is dependent on the question of tariff interpretation, and 
that question therefore presents the principal issue for determina- 
tion. 

From the several points of origin to the several points of 
destination, there were joint or single-factor through rates, herein- 
after collectively referred to as joint rates. There were also com- 
bination rates, subject to the so-called combination rule. The issues 
presented are whether the joint rates applied over all the routes, and, 
if not, whether the applicable rates over the routes over which the 
joint rates did not apply were the lowest full combinations of sep- 
arately established factors by such routes, or the lowest rates re- 
sulting from the application of the combination rule to such factors. 

Complainants’ shipments may be divided into three classes: 

(1) Shipments specifically routed by complainants over routes 
over which joint rates @id not apply, but over which the combina- 
tion rates, as reduced by the combination rule, were lower. 

(2) Shipments tendered to carriers unrouted, or with incomplete 
routes shown, which could have moved over routes over which com- 
bination rates, reduced by the combination rule, were lower than 
the joint rates applicable over other routes. 

(3) Shipments forwarded over initial carriers not participating 
in joint rates from points of origin to destinations, on which the 
straight combinations untreated by the combination rule were as- 
sessed. Defendants admit that the combination rule applied to the 
separately established rate factors applicable on this class of ship- 
ments. 


In disposing of the case the Commission, in part, said: 


We have uniformly held, in cases where tariff situations similar 
to those here considered were presented, that the combination rule 
is applicable in the absence of a joint rate over the route traversed 
regardless of the fact that joint rates were applicable over other 
routes. Cancellation Rule for Combination Rates, 93 I. C. C. 614; 
M’Gowin-Foshee Lumber Co. vs. A., F. & G. Ry. Co., 95 IL C. C. 
451; Moore-Marshall Lumber Co. vs. N. O. & N. E. R. R. Co., 112 
I. C. C. 33; Gunther & Co. va. lL. & N. R. KR. Co., 112 I. C. C. 987. 
The arguments advanced by defendants in this proceeding in support 
of a contrary conclusion have been carefully considered, but we 
find nothing therein which warrants a reversal of our previous 
holdings on this question. . .. 

Complainants in dockets Nos. 17407 and 17957 contend that the Cin- 
cinnati, O., rates applied from Covington, Ky., to points on the 
Chesapeake & Ohio, Maysville to Kanawha City, inclusive, and to 
Ironton on the Norfolk & Western, under an intermediate rule, and 
in the latter docket complainants also contend that the applicable 
rates to these destinations, either joint or combination, were un- 
reasonable to the extent that they exceeded the Covington com- 
bination treated by the combination rule, using as the factors from 
Covington the rates from Cincinnati as maxima. .. . 

Cincinnati is shown as a point of origin in the tariff, while Cov- 
ington is not so shown. Covington is directly intermediate between 
Cincinnati and the destinations named above. We find that the 
Cincinnati rates applied from Covington to destinations on the Chesa- 
peake & Ohio, Maysville to Kanawha City, inclusive, and to Ironton 
on the Norfolk & Western. The applicable rates on shipments to 
such destinations are those determined in accordance with our gen- 
eral conclusions elsewhere stated. There is no evidence to show that 
they were unreasonable. 

We find that the applicable rates were those over the routes of 
movement, namely, over routes where the joint rates applied, the 
joint rates, and over routes where the joint rates were not applicable, 
the lowest rates resulting from the application of the combination 
rule to the factors applicable to the through transportation, and that 
where the charges collected were in excess of such applicable rates 
the shipments were overcharged. 


We further find that those shipments which were delivered by 
complainants to defendants with complete routing instructions 
to send such shipments over routes over which the joint rates did 
not apply, and which were forwarded over routes other than those 
designated, were misrouted, and that the complainants were dam- 
aged thereby to the extent that the charges collected were in ex- 
cess of those applicable over the routes designated. 


We further find that those shipments which were delivered by 
complainants to defendants without routing instructions, or with 
incompletg routing instructions, and which were forwarded over routes 
over which higher rates applied than would have applied had the 
shipments been forwarded over the lowest-rated routes, or the 
lowest-rated routes consistent with complainants’ routing instruc- 
tions, as the case may be, were misrouted, and that the complain- 
ant were damaged thereby to the extent that the charges collected 


were in excess of those applicable over such lowest-rated available 
routes. 


_ _ We further find that the rates legally applicable to the destina- 
tions on the Chesapeake & Ohio, Maysville to Kanawha City, in- 
clusive, and to Ironton on the Norfolk & Western, embraced in 
No. 17957, are not shown to have been unreasonable. 

The overcharges should be promptly refunded and the defendants 
responsible for the misrouting should pay to complainants the dam- 
ages resulting therefrom. The complaints will be dismissed. 


Commissioner Woodlock, explaining why he concurred in the 
decision, said there was no option in the matter, the law com- 
pelling the decision that was made. He said the effect of the 
decision, in some instances, was “grossly inequitable.” He added 
that he took the opportunity to say it was high time that the 
emergency rule of tariff making (the combination rule) was 
excised from the carrier tariffs. He said that whatever reason 
existed for it in the years immediately following its invention, 
it had disappeared. He characterized the rule as having led 
the Commission to take the position, in the Sligo case, of saying, 
in effect that one carrier could make a rate applicable over the 
line of another without that other carrier’s concurrence. He 
said that by its awards of reparation in the cases following the 
Sligo rule the Commission had usurped the function of the courts 
and that “it is regrettable that they have not, up to this time, 
been given an opportunity to pass on the question.” 

Commissioner Brainerd, concurring in part, said that, owing 
to the peculiar circumstances of these cases, he was of the 
opinion that the carriers ought not to be found guilty of mis- 
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routing shipments that were delivered to them unrouted, ang - 
which were transported by the carriers over the routes orgj. 

narily and customarily used as specified in the through lumbe; 

tariffs containing the joint rates. Among other reasons for tak. 

ing that position he pointed out that the carrier’s agent respop. 

sible for any misrouting here found had no notice or knowledge, 

actual or imputed, of the laternative route over which the cop. 

bination rates applied, or that it was the “cheapest reasonable 

route known to him,” the quoted language being from Confey. 

ence Ruling 214 (c), (g). 

Commissioner Taylor dissented, because, as he said, the 
majority had approved the use of the combination rule, ag a 
formula, “in direct and positive contradiction of its terms, for 
the purpose of creating rates from points of origin to points 
of destination where through rates exist, the result of which js 
to destroy the through one-figure rates in effect at the time.” 

Such a decision as this, Mr. Taylor said, carried to its in. 
evitable conclusion, would be followed by deplorable results, 
He said discriminations between individuals and localities would 
be created, the destruction of a nice adjustment of rates would 
be accomplished, and long established groups of origin in lum. 
ber, moving in great volume from the south to destinations 
beyond the Ohio River, would be broken up. 


PREPARED ROOFING RATES 


In a report written by Chairman Campbell, in No. 11203, 
Standard Paint Company et al vs. Director-General, Alabama 
& Vicksburg et al., opinion No. 13335, 142 I. C. C. 221-9, on 
reargument, the Commission has modified the findings in the 
prior report, 112 I. C. C. 589, as to what will constitute reason- 
able and nonprejudicial rates, for the future, on prepared roof- 
ing, asphalt shingles, roofing and building paper, and certain 
other related articles, from producing points in central and 
trunk line territories, including the Buffalo-Pittsburgh zone, to 
destinations in southern territory, Virginia, and West Virginia. 
It has affirmed its finding in the prior report that reparation. 
should be denied. 

Rates on the modified basis are to be established not later 
than September 18, on statutory notice. In the prior report 
the Commission, by division 2, prescribed ninth and tenth class 
rates, prescribed in or which would result from Southern Class 
Rate Investigation, 100 I. C. C. 513 and 109 I. C. C. 300. In 
this report on reargument ninth class rates are prescribed for 
some of the territory and scales for other parts, the result 
being based upon the broad conclusion that some of the rates 
prescribed in the earlier report are too high. The Commission 
said that it now appeared desirable to “check in” specific rates 
from Trunk Line territory to North Carolina and southern Vir- 
ginia in lieu of the bases set forth in the previous report. It 
also said further study had, convinced it that the rates previ- 
ously prescribed to northern Virginia and West Virginia, on 
the whole, were too high. In disposing of the case, it said: 


We find that the present rates on the articles described in Ap- 
pendix B to the original report are, and for the future will be, un- 
reasonable to the extent that they exceed or may exceed (1) from 
producing points in central and trunk-line territories, including the 
Buffalo-Pittsburgh zone, to all points in southern territory, except 
Virginia and North Carolina, and from points in central territory and 
the Buffalo-Pittsburgh zone to points in North Carolina, the ninth- 
class rates prescribed in Southern Class Rate Investigation from and 
to the same points; (2) from producing points in central territory 
and the Buffalo-Pittsburgh zone to points in Virginia south of the 
Virginia Railway rates constructed upon the same basis as the ninth- 
class rates prescribed in Southern Class Rate Investigation from the 
same producing points to points in North Carolina; (3) from producing 
points in trunk-ilne territory to points in North Carolina and that 
portion of Virginia south of the Virginian Railway, the rates set 
forth in Appendix II hereto; and (4) from certain producing points 
in central and trunkline territories, including the Buffalo- Pittsburgh 
zone, to points in West Virginia and points in Virginia on and north 
of the Virginian Railway, rates resulting from the scale set forth in 
Appendix III hereto, applied to the distances over the shortest routes 
over which carload traffic can be moved without transfer of lading. 

We further find that the rates on the articles described in Ap- 
pendix B to the original report, from and to the points in the respec- 
tive territories described in the next preceding paragraph hereof, are 
unduly prejudicial to the extent that the relation between the existing 
rates is different from the relation which would result from the appli- 
cation of the reasonable maximum rates or bases for rates above pre- 
scribed, except that deviations may be made for the purpose of 
avoiding fourth-section departures which would result from a rigid 
observance of the maximum rates or bases for rates prescribed. 

We further find that the rates assailed from East St. Louis, Mar- 
seilles, and Madison, Ill., and Niagara Falls, N. Y., to points in south- 
ern territory are, and for the future will be, unduly prejudicial to the 
extent that they exceed or may exceed the corresponding rates con- 
temporaneously maintained for like distances from New Orleans, 
La., to the same destinations, determined in the manner prescribed 
in Southern Class Rate Investigation. 

Upon appropriate applications consideration will be given to the 
matter of fourth-section relief to enable circuitous lines or routes to 
meet the rates herein prescribed or approved over short lines or routes 
and to maintain higher rates at intermediate points. In no case, 
however, shall a rate resulting from the foregoing findings exceed 
the lowest aggregate of intermediate rates subject to the interstate 
commerce act over the route by which such rate is constructed. Our 
findings herein authorize the use, in constructing rates from or to 
points on weak and short lines, of arbitraries equal to those authorized 
in Southern Class Rate Investigation on ninth-class traffic from or to 
the same points. These findings pertain only to all-rail rates. The 
record is not sufficiently developed to warrant us in prescribing any 
water-and-rail or rail-water-and-rail rates, or the relation of such 
rates to the all-rail rates, 

Complainants in Nos. 13986 and 14101, who are located at Bir- 
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i Montgomery, Ala., contend that division 2 erred in 
mingham ir camer for reparation. We have reexamined the evi- 
dence in these cases in the light of that contention, but we are not 
onvinced that the action of the division was improper. The records 
rq Nos. 13986 and 14101 show undue prejudice as between the rates 
a ‘Birmingham and Montgomery and the rates to certain other 
on PR used in complainants’ comparisons, but they do not establish 
that the rates to those points were unreasonable during the period 
eparation is sought. The comparisons offered by these complain- 
— contrast principally the rates to Birmingham and Montgomery 
‘with those to certain selected points in the southeast and to the 
Mississippi Valley. The rates to these selected southeastern points 
and to the Mississippi Valley are upon a lower level than the rates to 
southeastern territory generally and will in the majority of instances 
be increased by our findings for the future. We adhere to the con- 
clusion previously announced that reparation should be denied in 


Nos. 13986, 14101, and 14360. 
The appendices referred to in the findings are as follows: 


APPENDIX II 


Rates, in cents per 100 pounds, prescribed herein from points in 
trunk-line territory to points in North Carolina and in Virginia south 
of the Virginian Railway 

From 


Bound 
Brook, 
Maurer, 
Ruther- 
ford, and Cents 
Spa From From 
Spring, Philadel- Scranton, 
N. J. phia and Pa, 
Cents York, Pa. Cents 
34 31 35 


To destination group* 


PORE oivinc cise wo wees coals eueesieeenie neleee 

DD: cris ea ase ae ies 34 31 35 
GrOUP 8 coccecccceveccescreresecesecessccs 38 36 40 
Group De. aaigdiar ek oie eae Oe ee UOT ee SENS OES 38 36 40 
ee Ae ee eee eee ee 41 39 43 
GROUP 6 cccccccvcccvcccecscerccosescceceee 41 39 43 
CLOUD: GA. since csmeensbieceneeiciesineesinn selese 43 41 45 
SOUtHORN. VATBIMNG o.:: 60:55:60 s10:96-6006 0 ois 31 28 32 





*Groups here indicated, except the southern Virginia group, are 
those outlined on the map in Appendix N-2 of Southern Class Rate 
Investigation, 128 I. C. C. 567. The southern Virginia group embraces 
all points in Virginia south of the Virginian Railway. 


APPENDIX III 


Distance scale of reasonable maximum rates, in cents per 100 
pounds, prescribed from points in central and trunk-line territories, 
including the Buffalo-Piitsburgh zone, to points in West Virginia 
and Virginia on and north of the Virginian Railway. 


Distance 
340 miles and over 
380 miles and over 
400 miles and over 
420 miles and over 
440 miles and over 
460 miles and over 
480 miles and over 
500 miles and over 
520 miles and over 
540 miles and over 5 
560 miles and over 
580 miles and over 
600 miles and over 
620 miles and over 
640 miles and over 
660 miles and over 
680 miles and over 
700 miles and over 
729 miles and over 
740 miles and over 
760 miles and over 
780 miles and over 
800 miles and over 
825 miles and over 


Distance 
5 miles and under 
10 miles and over 
15 miles and over 
20 miles and over 
25 miles and over 
30 miles and over 
35 miles and over 
10 miles and over 
45 miles and over 
50 miles ond over 
55 miles and over 
°0 miles and over 
5 miles and over 
70 miles and over 
75 miles and over 
80 miles and over 
85 miles and over 
90 miles and over 
95 miles and over 
100 miles and over 
110 miles and over 
120 miles and over 
130 miles and over 
140 miles and over 





150 miles and over 140......... 18 850 miles and over 
160 miles and over 150......... 18 875 miles and over 
170 miles and over 160......... 19 900 miles and over 
180 miles and over 170........- 19 925 miles and over 
190 miles and over 180........- 20 950 miles and over 
200 miles and over 190...... «ee. ae 975 miles and over 
210 miles and over 200......... 21 1000 miles and over 
220 miles and over 210......... 21 1025 miles and over 
230 miles and over 220......... 21 1050 miles and over 
240 miles and over 230........ - 22 1075 miles and over 
260 miles and over 240......... 23 1100 miles and over 
280 miles and over 260........ - 23 1125 miles and over 
300 miles and over 280..... acatice 1150 .miles and over 
320 miles and over 300......... 25 1175 miles and over 
OT’ ae over 340...... 27 1200 miles and over 
ia 2. & 


This report also covers No. 13869, Certain-teed Products 
Corporation vs. Southern et al.; No. 13869 (Sub-No. 1), Barber 
Asphalt Company vs. Same; No. 13986, Central Cement & Sup- 
ply Co. et al. vs. Atlanta & West Point et al.; No. 14101, Bir- 
mingham Traffic Bureau vs. Alabama Great Southern et al.; 
and No. 14360, Allen & Jemison Co. et al. vs. Alabama Great 
Southern et al. 


COTTONSEED RATES 

The Commission, by division 4, in No. 18134, Elberton Oil 
Mills vs. Southern et al., and parts of fourth section applications 
Nos. 1545, 1548 and 1573, has found the rates on cottonseed, 
in carloads, from Ninety-Six, Chappell and Piedmont, S. C., to 
Elberton, Ga., applicable over the Southern to Greenwood and 
the Seaboard beyond, were, are and for the future would be un- 
reasonable to, the extent they exceeded or might exceed $3.40, 
$2.60 and $3 per ton, respectively, and award reparation to 
that basis. It found not unreasonable the rates applicable 
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over the Southern from Ninety-Six to Elberton. These rates 
are in line with those prescribed in the southern class rate 
case, hence no order for the future, says the report, is necessary. 


CRUDE SULPHUR RATE 


The Commission, by division 3, has dismissed No. 19240, 
Dells Paper & Pulp Co. vs. Alabama Great Southern et al., 
finding not unreasonable the rate on crude sulphur from Sul- 
phur Mines, La., to Eau Claire, Wis. 


GANISTER STONE RATES 

A rate of $1.90 per net ton has been ordered established on 
ganister stone, carloads, from Flowing Spring, Horrell, Good- 
man, Moore’s Mills, Port Matilda, Brookes Mills and Barree, 
Pa., to Niles, O., not later than July 20. The order is based 
upon a finding of unreasonableness in No. 18089, Niles Fire 
Brick Co. vs. Pennsylvania. The Commission, by division 1, 
found the rate unreasonable but not otherwise unlawful. 


LAKE-RAIL ROOFING PAPER RATE 


A finding of unreasonableness and an award of reparation 
to the basis of a subsequently established rate have been made 
in No. 18247, H. F. Watson Co. vs. Chicago, Milwaukee & St. 
Paul et al., as to a combination lake-rail rate on nine carloads 
of roofing paper, from Erie, Pa., to Fordson, Minn., applied on 
shipments made in 1924. The Commission, by division 3, found 
the rate of 35 cents unreasonable to the extent it exceeded 27 
cents, the rate that was established after the shipments were 
made. A 27-cent rate applied over the rails over which the 
shipments moved from Duluth to Fordson but the St. Paul, 
which delivered the shipments, was not a party to the rate, 
the St. Paul having trackage rights over the rails of the North- 
ern Pacific. The last mentioned carried the shipments from 
Duluth to St. Paul, Minn., where the St. Paul took them for 
carriage to Fordson, a point within the corporate limits of 
St. Paul. 


WASTE PAPER RATE 

The Commission, by division 4, in No. 19611, Rockingham 
Paper Company vs. Atlantic Coast Line et al., had found unrea- 
sonable, but not unjustly discriminatory, the applicable class A 
rate of 40.5 cents on waste paper, carloads, from Washington, 
D. C., to Rockingham, N. C., to the extent it exceeded the sub- 
sequently established rate of 34 cents and awarded reparation 
to that basis. 


DENATURED ALCOHOL RATES 


-A new rate of 95 cents on denatured alcohol, effective not 
later than August 3, has been ordered from New Orleans, La., 
to Amarillo, Tex. The Commission, by division 3, in No. 18914, 
Thompson Drug Company vs. Beaumont, Sour Lake & Western 
et al., found the rates of $1.05 prior to December 13, 1925, and 
$1.02 thereafter, unreasonable and unduly prejudicial to the ex- 
tent they exceeded or might exceed the rate which is to be es- 
tablished. It awarded reparation. A further finding was that 
the maintenance of rates from New Orleans to Quanah, Wichita 
Falls, Sweetwater and Abilene which resulted in a greater dif- 
ference than 9 cents between such rates and the rate from 
New Orleans to Amarillo, would be unduly prejudicial to Ama- 
rillo and unduly preferential of the other destination points 
mentioned. 

Commissioner Taylor disagreed with his colleagues as to 
the quality of the rates in the past. He said reparation should 
not have been awarded. 


MINIMUM GRAIN RATE 


A finding of unreasonableness and an award of reparation 
have been made in No. 19716, Shreveport Chamber of Com- 
merce vs. Louisiana & Arkansas, as to the minimum rate of 5 
cents per 100 pounds beyond the transit point on any quantity 
interstate shipments of grain and grain products accorded tran- 
sit at Shreveport, La., made prior to April 27, 1923. Court action 
to collect outstanding undercharges was followed by the filing 
of an informal complaint which could not be handled in that 
way. The formal docket case, therefore, was instituted, al- 
though only $7.74 was involved. The minimum was charged 
when shipments beyond the transit point were sent out over 
rails other than those designated in the traiffs. The tariffs 
naming the minimum rate were in effect from 1909 to 1923. 
The Commission, by division 4, found the whole minimum rate 
beyond unreasonable and awarded reparation. It authorized 
the waiving of the collection of undercharges. 


PIG IRON RATE PRESCRIBED 
The Commission, by division 2, in No. 19082; H. B. Smith 
Company vs. Pennsylvania et al., and a sub-number, Same vs. 
Baltimore & Ohio et al., has found unreasonable but not un- 
duly prejudicial the rate of $5.54, minimum 56,000 pounds, on 
pig iron, from Johnstown, Pa., to Westfield, Mass., to the ex- 
tent it exceeded or may exceed $5.04 on the same minimum. 
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It has awarded reparation and directed the establishment of 
the $5.04 rate, per gross ton, not later than July 20. 


HORSE WAGON RATES 


In a report in No. 19202, Traffic Bureau, Chamber of Com- 
merce, Lynchburg, Va., vs. Atlantic Coast Line et al., and.I. and 
S. No. 2939, rates on vehicles from North Carolina and Vir- 
ginia points to southern and eastern points, the Commission, 
by division 3, has found not unreasonable the rates on farm 
wagons, carloads, from Lynchburg, Va., to interstate destina- 
tions in Southern Classification territory and dismissed the 
title complaint. It has found justified the proposed increased 
rates on like traffic from South Clarksville, South Boston and 
Chase City, Va., and Winston-Salem, Hickory and Wilson, N. C. 
It has found not justified proposed increased L. C. L. rates 
on horse-drawn freight delivery wagons from Wilson, N. C., 
to destinations on Southern Classification territory. It has 
ordered the unjustified schedules to be canceled and has dis- 
continued the proceeding. 


COTTON RATES PRESCRIBED 


The Commission, by division 4, in No. 19237, Southern Traf- 
fic & Audit Association vs. St. Louis-San Francisco et al., has 
found unreasonable the any-quantity rates on cotton, compressed 
in transit, from Ashdown and Blytheville, Ark., to Brenham, 
Tex., prescribed new ones to be effective not later than July 
20, and awarded reparation. The rates were found unreason- 
able to the extent they exceeded or might exceed 92 cents from 
Blytheville and 87 cents from Ashdown. 


PIG IRON RATES ORDERED 


The Commission, by division 3, in No. 17444, Perry Iron Co. 
vs. New York Central et al., has found unreasonable and unduly 
prejudicial, the rates on pig iron, from Erie, Pa., to destina- 
tions in New England, New York, New Jersey and Pennsylvania 
and prescribed a new basis to be made effective not later than 
August 4. The destinations involved are those in the so-called 
Boston and New York rate groups. The Commission found the 
present rates unreasonable and unduly prejudicial to the extent 
they exceeded or might exceed per long ton $4.90 to the New 
York and $5.10 to the Boston rate group, as defined in O’Con- 
nor’s I. C. C. No. 2. It further found the rate to the Boston 
group unduly prejudicial to the complainant and unduly pref- 
erential of shippers of pig iron from DuBois and Punxsutawney, 
Pa., to the extent it exceeded or might exceed the contempo- 
raneous rates thereto from the two peints mentioned. 


GROUND CHICORY RATES 


An order of dismissal has been made in No. 19460, Jackson 
(Miss.) Traffic Bureau vs. Alabama & Vicksburg et al., the Com- 
mission finding applicable and not unreasonable or otherwise 
unlawful, the fourth class less-than-carload rates charged on 
roasted and ground chicory, in double bags, from Chicago, IIl., 
and New Orleans, La., to Jackson, Miss. Complainant con- 
tended the rates were unlawful in that they exceeded fifth class 
rates, contemporaneously applicable on coffee, for which ground 
chicory is a substitute. Commissioner Eastman, concurring in 
part, agreed the rates were not unreasonable, but he thought 
they were unduly prejudicial. He said that chicory, with a 
value lower than coffee and a weight density higher than coffee, 
clearly ought not to take higher rates than the article for which 
it was a substitute. 





ROUGH GRANITE RATE 


The Commission, by division 4, in No. 18159, J. P. Bourgoin 
& Co. vs. Burlington et al., has found unreasonable the rate on 
rought granite, carloads, from Middlebrook, Mo., to Elmwood, 
Ill., to the extent it exceeded or may exceed 19 cents. It awarded 
reparation to that basis and ordered the establishment of the 
19-cent rate not later than July 20. Commissioner Woodlock 
said he concurred in this decision solely on account of the earn- 
ings produced by the rate prescribed. 





DREDGING MACHINERY RATE 


A finding of inapplicability and an award of reparation have 
been made in No. 19410, Walb Construction Co. vs. Chicago & 
North Western et al., as to the rate charged on one carload of 
dredging machinery shipped from Green Bay, Wis., to Moore 
Haven, Fla., in June, 1925. The Commission, by division 4, 
found that the applicable rate was $1.4325. A combination rate 
of $1.89 was imposed. The Commission said there was no evi- 
dence of unreasonableness. 





LUMBER RATE UNREASONABLE 


The Commission, by division 4, in No. 19537, Kieckhefer 
Container Co. vs. Chicago, Milwaukee & St. Paul et al., has 
found applicable but unreasonable the rate charged on lumber, 
from Milwaukee, Wis., to Fish House, N. J., to the extent it 
exceeded 39 cents, minimum 34,000 pounds, and awarded rep- 
aration to that basis. The complaint covered shipments made 
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between February 15, 1924, and January 30, 1926. Reparatioy 
only was sought. Commissioner Woodlock, dissenting, Called 
attention to the fact that the rate attacked yielded only aboy 
18 cents per car-mile. He asked by what standard could th, 
Commission lawfully find that a rate produding such earnings fo, 
that distance was excessive, the earnings per car-mile bei 
based upon the minimum of 36,000 pounds. Sixth class of 45; 
cents was collected. A 39-cent rate was applicable over a rout, 
not used by these shipments. The 39-cent rate was establishej 
over the route of movement after the shipments were mag. 


SPELTER CASES DISMISSED 


An order of dismissal has been entered in No. 18819, Athletic 
Mining and Smelting Co. et al. vs. Santa Fe et al., the Con. 
mission, by division 1, in a report written by Commissione 
Lewis, finding not unreasonable or otherwise unlawful the rates 
on spelter, carloads, from South Fort Smith, Fort Smith, an 
Van Buren, Ark., and Quinton, Okla., to interstate destinations, 
The report covers a sub-number, Quinton Spelter Co. vs. Sant, 
Fe et al. 

The title complaint alleged the rates from the points men. 
tioned in the preceding paragraph, so-called arbitrary points, to 
destinations in Illinois, Indiana, Missouri, Nebraska and other 
states mentioned in Boyd’s I. C. C. No. A-1678, were unreasop. 
able, unjustly discriminatory, unduly prejudicial to the com. 
plainants and unduly preferential of their competitors at group 
No. 1 points, including Bartlesville, Okla., and points in Kansas, 
to the extent they exceeded the group No. 1 rates. The sub. 
number related to rates from Quinton, Okla. Corporations in. 
terested in zinc intervened, thereby bringing up for review rates 
on zinc in spelter form in the producing territory to territory 
west of the Indiana-Illinois line, but not to points on or beyond 
the Missiouri River. Memphis and points south were also elimi- 
nated at the hearing at which the western limits of the des. 
tination territory were also set. 


PEACH CASES DISMISSED 


The Commission, by division 4, has dismissed No. 17881, 
Sub. No. 2, Caruso, Rinella, Battaglia Co., Inc., vs. Atlanta & 
West Point et al., and Sub: No. 3, Same vs. Central of Georgia 
et al., finding rates on peaches, carloads, from Newnan and 
Thomaston, Ga., to Glens Falls, N. Y., not unreasonable as 
applied to past shipments, but unreasonable for the future to 
the extent that they may exceed the basis prescribed in Georgia 
Peach Growers’ Exchange vs. A. G. S., 139 I. C. C. 143. It said 
the allegation of undue prejudice had not been sustained. The 
Commission said no order for the future was necessary. 


SECOND-HAND BURLAP BAG RATE 


The Commission, by division 4, in No. 19821, Dan W. Feitel 
Bag Co., Ltd., vs. Illinois Central et al., has found unreasonable 
the rate on second-hand burlap bags, carloads, from Turck, 
Kan., to New Orleans, La., to the extent it exceeded 69 cents, on 
a shipment made in 1924, and awarded reparation. 


LUMBER CHARGES UNREASONABLE 

The Commission, by division 4, in No. 17960, McSwain Lum- 
ber Co. vs. Alabama, Tennessee &- Northern et al., has found 
unreasonable the charges collected on a carload of lumber 
shipped from Gilbertown, Ala., consigned.to Hagerstown, Md., 
stopped at Roanoke, Va., ordered reforwarded to Hagerstown 
and reconsigned to Shepherdstown, W. Va., in April, 1924, to the 
extent they exceeded those which would have accrued at a rate 
of 38.5 cents, plus a charge of $2.25 for stopping the car at 
Roanoke for orders, and a reconsigning charge of $6.30. It has 
awarded reparation. 








BAKING POWDER RATES 


The Commission, by division 4, has dismissed No. 19001, 
Calumet Baking Powder Co. vs. Baltimore & Ohio et al., on a 
finding that the rates on baking powder, carloads, from Chicago, 
Ill., to points in Official Classification territory, for the period 
subsequent to November 9, 1924, were not unreasonable. The 
Commission denied reparation in Royal Distributing Co. vs. 
B. & O., 129 I. C. C. 749, another baking powder case, although 
in Rumford Chemical Works vs. New Haven, 112 I. C. C. 645, 
it prescribed fifth class on baking powder, minimum 36,000 
pounds, in place of fourth class. This case was brought in view 
of that reduction in rating, with a view to obtaining reparation. 


UNFINISHED SHOVEL HANDLE RATES 


A finding of unreasonableness, an award of reparation, and 
an order establishing new rates not later than July 20, have 
been made in No. 16819, Ames Shovel & Tool Co. vs. St. Louis- 
San Francisco et al., as to rates applica%le on unfinished shovel 
handles, carloads, from Paris, Tex., to Anderson, Ind., Beaver 
Falls and Cheltenham, Pa., and North Easton, Mass. The Com- 
mission, by division 4, found the rates were and would be un- 
reasonable to the extent they exceeded or might exceed 44 cents 
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to Anderson, 52.5 cents to Beaver Falls, 53 cents to Cheltenham, 
and 59.5 cents to North Easton. 


GRAIN AND PRODUCTS CHARGES 

The Commission, by division 4, has dismissed No. 19101, 
Jackson (Miss.) Traffic Bureau for Betta Feed Mills, Inc., vs. 
‘Alabama & Vicksburg et al., on a finding that the charges as- 
gessed at Jackson, Miss., on interstate “order notify” shipments 
of grain and grain products, held for surrender of the bills of 
lading, were applicable. The charges were $5.85 per car. The 
complainant filed indemnity bonds, but, according to the report, 
did not show that it filed certificates showing that the original 
pills of lading were not available. The Commission said the 
rule required the filing of such certificates as prerequisites to 
the delivery of shipments on which bonds had been filed. 


OATS RATES APPLICABLE 


The Commission, by division 4, has dismissed No. 19095, 
Globe Grain & Milling Co. vs. Chicago & North Western et al., 
finding applicable the rates charged on a carload of oats, shipped 
from De Smet, S. D., to. Santa Monica, Calif., in December, 1923. 


PIANO DECISIONS AFFIRMED 


The Commission, on second reconsideration, has affirmed 
the findings in the previous reports, 101 I. C. C. 74, and 118 
I. C. C. 185, in No. 15895, E. E. Forbes & Sons Piano Co. vs. 
Alabama Great Southern et al., that the rates on pianos, in car- 
loads and less-than-carloads, from Hammond, Ind., and Steger 
and Oregon, Illl., to Birmingham, Ala., were not shown to have 
been unreasonable or unlawful. The report also covers No. 
17937, Same vs. L. & N. et al., and No. 17147, National Biscuit 
Co. vs. Same. The question in the cases was as to whether 
the rates to Birmingham were.unreasonable on account of 
lower rates to Mobile, Ala., not only on pianos, but on com- 
modities shipped by the biscuit company. The cases were 
joined on account of the issue in each being the same, although 
the commodities were different. The cases were dismissed. 

Commissioners Aitchison, Eastman and Esch dissented. 
Chairman Campbell and Commissioner Porter did not participate 
in the disposition of the case. 


MACERATED CURRENCY RATES 


The Commission, by division 1, has dismissed No. 18380, 
Stevens Paper Mills, Inc., vs. Pennsylvania et al., finding not 
unreasonable or otherwise unlawful the rates on macerated 
currency, carloads, shipped from Washington, D. C., to various 
interstate destinations in New England, New Jersey, Pennsyl- 
vania and Ohio. This report also covers No. 19081, Marquardt 
Hewitt Corporation vs. Pennsylvania et al. The complaint al- 
leged the rates on the destroyed paper money, in addition to 
being unreasonable and unduly prejudicial, were unduly pref- 
erential of dealers in wood pulp. Sixth class rates are collected 
on this by-product of government, minimum 40,000 pounds. The 
complainants sought commodity rates on the same basis as wood 
pulp, to which, they said, the macerated currency or govern- 
ment pulp, as it was also called, was analogous. 


PIG IRON RATES 


The Commission, in No. 15610, Farrell Foundry & Machine 
Company vs. Atlanta, Birmingham & Atlantic, upon appeal from 
division 3, has affirmed the finding of that division, 123 I. C. C. 
127, to the effect that the rates charged on pig iron, from points 
in Alabama, Kentucky, and Tennessee, to Ansonia, Conn., were 
not and are not unreasonable. It has, however, modified the 
previous report to the extent of finding that such rates were, 
are and for the future will be unduly prejudicial to the com- 
plainant and unduly preferential of its competitors at Derby 
and Shelton, Conn., to the extent that they exceeded, exceed, or 
may exceed the contemporaneous rates to Derby and Shelton. 
It said that the record did not contain proof of damage sufficient 
to support an award of reparation because of the undue preju- 
dice. The undue prejudice has been ordered to be removed 
not later than August 7. Commissioner Eastman, concurring, 
said the decision was in line with precedent as to the level of 
the rates but that he was not satisfied the precedent was right. 


LUMBER FOUND MISROUTED 


The Commission, by division 4, in No. 19872, King Lumber 
Company vs. Louisville & Nashville et al., has found that a car- 
load shipment of lumber from Linden, Ala., to Marion, Ind., 
shipped in July, 1926, reconsigned at Marion, O., was charged 
the applicable rate, but was misrouted. The Commission found 
that the Pennsylvania had misrouted the car in that it had 
failed to move the car from Marion, O., via Van Wert, O., and 
Fort Wayne, Ind., over a route making a lower charge and 
awarded reparation against that company. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 6863, authorizing the Boston & 
Albany Railroad Co. (1) to issue $5,700,000 of 4144 per cent improve- 
ment bonds of 1928, to be delivered to the New York Central Rail- 
road Co. at par in reimbursement for capital expenditures made for 
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additions and improvements to the railroad properties of the former 
from January 1, 1917, to June 30, 1927, conditions prescribed; and 
(2) authorizing the New York Central Railroad Co. to assume obliga- 
tion and liability, as guarantor, of the payment of the principal of, 
and interest on, said bonds, which are to be sold by it at not less 
than 96 per cent of par and accrued interest; approved. 

_ Report, certificate and order in F. D. No. 6709, authorizing the 
Big Creek & Telocaset R. R. Co. to operate in interstate and foreign 
commerce a line of railroad in Union county, Ore., condition pre- 
scribed (extending from a connection with the railroad of the Oregon- 
Washington R. R. & Nav. Co. at a point near Telocaset in a gen- 
eral southeasterly direction to a point designated as Beagle Creek 
Junction, a distance of approximately 11 miles), approved. 

Report and order in F. D. No. 6678, authorizing the Chicago & 
North Western Railway Co. to procure the authentication and de- 
livery to the applicant of $1,375,000 of general-mortgage 41% per cent 
gold bonds of 1987, to be held by it subject to the Commission’s fur- 
ther order, approved. 


FINANCE APPLICATIONS 


Finance No. 6929. Terminal Railroad Association of St. Louis 
asks authority to issue $7,000,000 of 4% per cent refunding and im- 
provement bonds to purchase, pay, refund or retire at or before ma- 
turity $2,000,000 of St. Louis Merchants Bridge Company first mort- 
gage 6 per cent bonds, payable February 1, 1929, and $5,000,000 of 
St. Louis Bridge Company first mortgage 7 per cent bonds, due 
April 1, 1929. The applicant has entered into an agreement with 
J. P. Morgan & Co. for sale of the $7,000,000 of 4% per cent bonds 
at 97 net and accrued interest. 

Finance No. 6790. Amended application of Chesapeake & Ohio 
Railway Co. stating that in lieu of the originally proposed acquisi- 
tion of trackage rights in and operation over the railroad of the 
Kanawha & West Virginia between Belva, W. Va., and Swiss, W. 
Va., the applicant proposes to construct and operate a connecting 
track and bridge, across the Gauley River, between a point at or 
near Bryce and at or near a point near Beech Glen, W. Va., and 
to acquire trackage rights in and operate its trains over the Kana- 
wha’s line between a point at or near Beech Glen and a point at or 
near Swiss, W. Va. 

Finance No. 6811. Amended application of Seaboard Air Line 
Railway Co. making application conform to change in route of line 
now stated as beginning from point near Bellwood to Hopewell, Va., 
old route gy 2 been from a point near Chester to Hopewell, Va., 
as set forth in Finance No. 6706, application of the Prince George & 
Chesterfield Railway for authority to build the line. Finance No. 
6811 is application of Seaboard to acquire control of the Prince George 
& Chesterfield. 

Finance No. 6812. Amended application of Prince George & Ches- 
terfield Railway to issue bonds amended to conform to change in 
route outlined in preceding paragraph. 

Finance No. 6920. Detroit, Toledo & Ironton Railroad Co. asks 
authority to acquire control of the Detroit & Ironton Railroad, in- 
cluding the Ford Transportation Co., by an operating license under 
paragraph 2 of section 5 of the interstate commerce act. This rep- 
resents another effort on the part of the Ford interests to unify op- 
eration of their railroad properties and is designed to meet objections 
of the Commission in rejecting previous applications for authority 
to unify operation of the properties. The Ford Transportation Co., 
according to the application, owns no line of railroad but owns cer- 
tain railroad equipment, including rolling stock and certain yards, 
that applicant needs in the operation of its line of railroad. 

Finance No. 6921. Detroit, Toledo & Ironton Railroad Co., under 
paragraphs 18 to 21, inclusive, of section 1 of the interstate com- 
merce act, asks for certificate of public convenience and necessity 
for the operation of the lines of railroad of the Detroit & Ironton 
Railroad Co. This application is supplemental and ancillary to the 
preceding application. 

Finance No. 6928. St. Paul & Kansas City Short Line Railroad 
Co. asks authority to issue $600,000 of first mortgage 4% per cent gold 
bonds and Chicago, Rock Island & Pacific Railway Co. asks authority 
to guarantee the bonds. The bonds are to be issued in reimbursement 
of expenditures, and delivered to the Rock Island for advances made 
by it to the other company. The Rock Island asks authority to 
pledge the bonds for short term notes. 

Finance No. 6926. The Chicago, Rock Island & Pacific has asked 
for permission to abandon its line between Edgerton Junction and 
Rushville, Mo., a distance of about 25 miles. The line which is pro- 
posed for abandonment has been used to enable the Rock Island to 
get into Atchison, Kan., from its line between Cameron Junction, 
Mo., and Leavenworth, Kans. The applicant desires to abandon the 
line because the revenue .therefrom is only about $6,000 a year while 
the cost of operation is about $35,000. The Rock Island would con- 
tinue to enter Atchison even if this line were abandoned, via its line 
from St. Joseph, Mo. 

Finance No. 6925. The Mountain States Telephone Co. and D. 
M. Sayles have jointly asked for permission allowing the former to 
acquire the telephone line owned by Sayles and known as the Serv- 
ice Telephone Co., which operates in Bainville, Utah. ° 





PONTIAC BELT LINE CASE 


The Commission, by division 4, has disposed of the conflict- 
ing applications of the Pere Marquette and the Grand Trunk 
Western system, the latter owned by the Canadian National 
Railway Company, for permission to build a belt line in Pontiac, 
Mich., by granting the application of the Grand Trunk lines and 
denying that of the Pere Marquette, on condition that the Grand 
Trunk shall switch over the proposed belt line and over the 
Pontiac, Oxford & Northern, a Grand Trunk line, traffic for any 
other carrier authorized by the Commission to enter Pontiac, 
without discrimination. The permit is further conditioned upon 
construction being begun not later than September 1 next and 
completed not later than August 31, 1929. The Grand Trunk 
lines, to which the permit has been granted, are to file a written 
acceptance of the certificate permitting them to construct, within 
30 days of the issuance of the certificate. 

The petitions of the city of Pontiac and the Board of Com- 
merce of Pontiac for reopening of the cases and further hearing 
thereon have been denied. They filed those petitions after the 
examiner in the case had recommended that a certificate be 
granted to the Grand Trunk lines, on the ground that the Com- 
mission had not been given enough facts to enable it to make 
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a decision that would be based upon a complete view of the 
situation. 

Technically stated, the Commission, in a report in finance 
No. 6545, proposed construction of branch line by Pere Mar- 
quette, and No. 6547, application of the Detroit, Grand Haven 
& Milwaukee et al., for authority to construct a branch line 
at Pontiac, has issued a certificate conditionally authorizing the 
Detroit, Grand Haven & Milwaukee, the Pontiac, Oxford & 
Northern and the Michigan Air Line Railway to construct a 
belt line around a part of the city of Pontiac. It has found 
that public convenience and necessity have not been shown to 
require the construction, by the Pere Marquette, of a branch line 
from Wixom, Mich., to Pontiac,.a distance of about 17.4 miles, 
and a belt line, about 7 miles long, around part of Pontiac. 
Therefore it has denied the application. ‘ 

Either of the proposed belt lines, the Commission said, 
would provide future irtdustrial sites at Pontiac and serve for 
some local movement, but that the Grand Trunk belt was needed 
to facilitate the operation of its system lines that now converge 
at Pontiac, to divert their traffic from the center of the city, 
and to enable the Grand Trunk to cut the Air Line at Saginaw 
street, a much desired improvement. Further, the Commission 
said, the Pere Marquette project, which would cost four times 
as much, would give Pontiac competitive service, but would have 
no other substantial advantage. 

“While railroad competition might be desirable for a city 
of the importance of Pontiac,” says the report, “it is notable 
that Pontiac’s rapid industrial expansion has taken place while 
it was served by a single railway system.” 

The three applicants are Grand Trunk Western system lines. 
The reference to the rapid expansion of Pontiac is to the fact 
that that point has no railroad service except that furnished 
by the Grand Trunk Western. The Commission said that op- 
eration by either of the carriers under trackage rights over a 
line to be constructed by the other, on the facts of record, would 
be inefficient and uneconomical. It said that the two proposed 
routes, crossed, reerossed, encroached upon, and conflicted with 
each other to such an extent that the construction of the two 
lines, as now located, would be practically impossible. All the 
applicants agreed that there was no need for more than one 
belt line. Neither applicant wanted a certificate except to the 
exclusion of the other. The Pere Marquette construction, it 
was estimated, would cost about $4,127,000 and the Grand Trunk 
about $947,000. . 


SUSPENDED TARIFFS 


In I. and S. No. 3111 the Commission has suspended from 
May 29 until December 29, schedules as published in supple- 
ment No. 10 to Erie I. C. C. No. 17004. The suspended sched- 
ules propose to increase the rates on lumber and other forest 
products, carloads, from Morris, Pa., to Kane, Pa., from 19% 
cents to 26 cents per 100 pounds. 

In I. and S. No. 3113, the Commission has suspended from 
May 31 until December 31, schedules as published in the fol- 
lowing tariffs: 

Southern supplements Nos. 8 and 9 to I. C. C. No. A-10125; 
supplements Nos. 9 and 10 to I. C. C. No. 1119; supplement 1 to 
I. C. C. No. 1180; supplements Nos. 6, 7 and 8 to I. C. C. No. 
1161; and various other tariffs of individual lines and agents. 
The suspended schedules propose to cancel the application of 
rates on all traffic to or from Mobile, Ala., via the Alabama, 
Tennessee & Northern when moving in connection with the 
Southern Railway system or the Mobile & Ohio. 

The Commission has suspended, in I. and S. No. 3112, for 
seven months from May 28, tariffs of the Boston & Albany, 
Boston & Maine, Central Vermont and New Haven, proposing a 
revision, both upward and downward, of rates on water-borne 
coal, from New England ports to the interior (see Traffic World 
May 26). Formal communications, letters, and telegrams on 
the subject of the proposed rates, sent to the Commission, 
seemed to divide New England into two camps, composed of 
those asking for the suspension of the tariffs because they pro- 
posed increases and those asking that there be no suspension 
because they proposed reductions. 

The following illustrates some of the proposed changes, 
rates being in cents per ton of 2,240 pounds: 


From Boston, Mass., to Lowell, Mass., present 132, proposed 130; 
Springfield, Mass., present 126, proposed 150; Berlin, N. H., present 
227; proposed 250; Bellows Falls, Vt., present 183, proposed 190. 

In I. and S. 3114, the Commission has suspended, from June 
1 until January 1, schedules as published in supplements 20 
and 21 to Canadian National Railways tariff I. C. C. No. E-263, 
and certain concurrences of various carriers. The suspended 
schedules propose to increase the rates on cyanamid and crude 
cyanide, carloads, from Niagara Falls, Ont., to destinations in 
Eastern Trunk Line, New England, and C. F. A. points and Vir- 
ginia cities. 


PETITIONS FOR REHEARING, ETC. 


No. 15052, American National Livestock Assn. et al. vs. 
Oregon-Washington Railroad & Navigation Co. et al. Com- 
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plainants and interveners and co-complainants asked for Te. 
argument before the whole Commission. 

No. 18518, Charleston Traffic Bureau vs. Aberdeen & Rock. 
fish et al. Complainant asked for reargument or for rehearing 
and argument. 

No. 17159 (Sub. No. 1), Southern Kansas Grain and Graijp 
Products Assn. vs. Missouri Pacific; 17159 (Sub No. 2), Same 
vs. Same et al., and 17159 (Sub No. 3), Same vs. Alabama Greg 
Southern et al. Missouri Pacific asks for reopening, reconsider. 
ation, amendment and rehearing. ’ 

No. 17385, Albert Silk Coal Co. et al. vs. Santa Fe et qj 
Complainants and certain interveners ask for reconsideration, 
rehearing and/or reargument in the matter of reparation jy 
No. 17385, 120 I. C. C. 69, and 140 I. C. C. 195. 

No. 19554, M. Hohenbarg & Co. et al. vs. Atlanta & West 
Point et al. Complainants have asked for reopening and re. 
consideration. 

I. and S. No. 2595, meats and packing-house products to, from 
and between southwestern and Western Trunk Line points. The 
Gulf & Valley Cotton Oil Co., Ltd., has joined with the Souther 
Cotton Oil Co. and asks for rehearing therein. 

No. 15292, Traffic Bureau of Nashville et al. vs. Louisville 
& Nashville et al. Complainants ask for reconsideration of de. 
nial of damages. 

I. and S. No. 2595, and related cases, meats and packing. 
house products to, from and between southwestern and Western 
Trunk Line points. Gulf & Valley Cotton Oil Co., Ltd., ask for 
rehearing. : 

No. 18432, Armour & Co. vs. Atlantic Coast Line et al 
West-side defendants have asked for vacation of Commission’s 
order. 

No. 17320, Somerville Iron Works et al. vs. Central Rail- 
road of New Jersey et al. Complainants have asked for re- 
opening and further consideration. 

No. 12798, Galveston Commercial Association vs. Galveston, 
Harrisburg & San Antonio et al. The Trinity & Brazos Valley, 
Missouri-Kansas-Texas of Texas, Santa Fe, Gulf, Colorado and 
Santa Fe, and Panhandle and Santa Fe have asked for amend- 
ment and enlargement of scope of Commission’s order of April 
2, 1928, reopening above proceeding. 

No. 17517 et al., rates on chert, clay, sand and gravel, 
within the state of Georgia. The Gainesville & Northwestern 
by its traffic manager, J. L. Brewster, has asked for modification 
of findings and order in this proceeding so as to permit of spe- 
cial rate treatment for this line to the extent of applying the 
basic mileage scale prescribed in its order plus maximum ar- 
bitrary of 25 cents per ton. 


SOUTHWESTERN CLASS RATES 


The Mead Fibre Co. and Mead Paperboard Corporation have 
filed petition in support of the petitions submited by South- 
eastern Association of Railroad and Utilities Commissioners and 
Southern Traffic League, Inc., and for permission to intervene. 

The Alabama Public Service Commission asks for rehear- 
ing or reconsideration in respect of all rates, except those as 
to which a further hearing has already been granted, between 
Alabama and the southwest, including Kansas and Missouri ter- 
ritory. It characterizes its petition as supplementary to that 
field by the southeastern railroad and utilities commissioners 
and asks that it be considered in connection therewith. 


While petitioners say they recognize that the filing of this 
petition at this stage of the proceedings is somewhat out of 
the ordinary, they hold it fully justified by reason of serious 
consequences involved in the adherence to principles of rate- 
making announced in the Commission’s original and supple- 
mental reports “and by reason of the lack of notice of the like- 
lihood of such radical change in the rate relationship under the 
pleadings in the complaints consolidated for hearing under the 
general title assigned to this proceeding or in the examiner’s 
report on the evidence.” 


The Alabama commission objects to interterritorial rates 
from Official Classification territory to the southwest, as con- 
trary to the interests of Alabama and other affected states. It 
asserts that any attempt to recognize, in an interterritorial rate 
structure, differences in rate levels, traffic densities or trans- 
portation costs, as between competitive territories, must neces- 
sarily ignore the element of competition. 

“Competitive forces are constantly at play in the commer- 
cial life of the country,” says the petition. “Business itself 
must always reckon with them. When a rate structure ap- 
plicable to a wide variety of commodities moving between large 
territories runs counter to such forces, disastrous results are 
likely to follow.” 

The Michigan Manufacturers’ Association has asked per- 
mission to intervene so that it may ask to have woven wire 
fence and kindred articles placed in the iron and steel list. 

The Southwestern Lines, by J. E. Johanson, has asked that 
the length of the notice upon which the tariffs are to be filed 
be reduced from 45 to 10 days so as to enable the publishing 
agents to correct errors that have already been discovered in 
the tariffs that have been made ready for filing. 
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SALT RATES PREJUDICIAL 


Scales for the making of rates on salt to remove undue 
prejudice have been recommended by Attorney-Examiner R. N. 
Trezise in No. 17579, Ruggles & Rademaker vs. Akron, Canton 
& Youngstown et al.; a sub-number, Same vs. Ahnapee & West- 
ern et al.; and No. 17968, American Salt Company et al. vs. 
Akron, Canton & Youngstown et al. 

In the first of two situations handled by Trezise he said 
the Commission should find unreasonable and unduly preju- 
dicial the rates on salt from western Michigan producing points 
io Mississippi River crossings, Iowa, northern Missouri, Ne- 
praska and other western states to the advantage of salt pro- 
ducers in eastern Michigan, Ohio, and Kansas. In that phase 
of the cases before him, the examiner recommended a modifi- 
cation of the decision in Salt Cases of 1928, 92 I. C. C. 388, to 
fit the findings recommended by him. me 

In the second situation Trezise said the Commission should 
make a like finding as to rates from the Kansas salt producing 
points to Wisconsin, Minnesota, the Dakotas, Nebraska and 
Wyoming, the advantage in this phase of the matter being on 
the side of the salt producers in western Michigan and Utah. 
He said that reparation should be denied. 

The complainants in the Ruggles & Rademaker cases are 
salt producers at Manistee, Mich. The other complainants are 
Kansas salt producers. The Ruggles & Rademaker complaints 
attacked the all-rail and the car-ferry-rail rates established 
following the findings in Salt Cases of 1923, from the Manistee 
and Ludington, Mich., group as obnoxious to the law in com- 
parison with rates on like traffic from the Kansas, eastern 
Michigan, and Ohio groups to destinations west of the lakes 
and west of the Mississippi. The Commission was asked to es- 
tablish through rates on the basis of a scale of 22 cents for 500 
miles applied to short line distances via all-rail or in connec 
tion with the car-ferry routes across Lake Michigan. 

The Kansas complainants alleged their rates were in vio- 
lation of the first and third sections of the interstate commerce 
act in comparison with rates from points in Michigan, Ohio 
and Utah. 

While the general disposition of the cases falls into two 
situations or phases, Trezise had to make a number of findings 
under sub-divisions or captions into which he divided his sub- 
ject. His captions were: Western Michigan to Mississippi 
River crossings; western Michigan to Iowa, northern Missouri 
and eastern Nebraska; western Michigan to Wisconsin and 
southeastern Minnesota; western Michigan to eastern Kansas, 
central Nebraska, eastern North and South Dakota, and west- 
ern Minnesota; western Michigan to western Nebraska and 
western North and South Dakota; Kansas to southeastern Min- 
nesota, Wisconsin and eastern Nebraska; Kansas to central 
Nebraska, eastern North and South Dakota and northwestern 
Minnesota, zone 2 territory; Kansas to western Nebraska and 
western North and South Dakota, zone 8 territory; Kansas to 
Wyoming. His findings, the rule for computing distances, de- 
scription of zones and the scales are as follows: 


The Commission should find that the rates on salt, in carloads, 
minimum 45,000 pounds, from western Michigan to the Mississippi 
River crossings are and for the future will be unreasonable to the 
extent that they exceed or may exceed the rates shown as Michigan 
scale 1 in the appendix to this report. The Commission should 
further find that the rates on salt, in carloads, from western Michigan 
to Mississippi River crossings are and for the future will be unduly 
prejudicial to western Michigan producing points and unduly prefer- 
ential of salt producing points in eastern Michigan and Ohio to the 
extent that the differences between the rates from the respective 
producing points exceed those that would exist under the application 
of Michigan scale 1 rates from western Michigan, on the one hand, 
and from eastern Michigan and Ohio, on the other. : 

The Commission should find that the rates on salt, in carloads, 
minimum 45,000 pounds, from western Michigan to destinations in 
Iowa, northern Missouri, on and north of the Missouri River, and 
eastern Nebraska, as defined in Zone 1 territory, are and for the 
future will be unreasonable to the extent that they exceed or may 
exceed the rates shown as Michigan scale 1 in the appendix to this 
report. The Commission should further find that the rates on salt, 
in carloads, from western Michigan to destinations in Iowa, north- 
ern Missouri, and eastern Nebraska are and for the future will be 
unduly prejudicial to western Michigan salt producing points and 
unduly preferential of salt producing points in eastern Michigan and 
in Ohio and Kansas to the extent that the differences between the 
rates from the respective producing points exceed those that would 
exist under the application of Michigan scale 1 rates from western 
Michigan, on the one hand, and eastern Michigan and Ohio, on the 
other, and the application of the same scale from Michigan and the 
Kansas scale 1, shown in the appendix thereto, from’ Kansas pro- 
ducing points to the same destination territory. 

The Commission should find that the rates on salt, in carloads, 
minimum 45,000 pounds, from western Michigan to destinations in 
Wisconsin and southeastern Minnesota, Zone 1 territory, are and for 
the future will be unreasonable to the extent that they exceed or may 
exceed the rates shown as Michigan scale 1 in the appendix to this 
report. The Commission should further find that the rates on salt, 
in carloads, from western Michigan to destinations in Wisconsin and 
southeastern Minnesota, Zone 1 territory, are and for the future 
will be unduly prejudicial to western Michigan and unduly preferential 
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of salt producing points in eastern Michigan and in Ohio and Kansas 
to the extent that the differences between the rates from the respec- 
tive producing points exceed those that would exist under the appli- 
cation of the Michigan scale 1 rates from western Michigan, on the 
one hand, and eastern Michigan and Ohio, on the other, and the 
application of Michigan scale 1 rates from western Michigan and 
the Kansas scale 1, shown in the appendix hereto, from Kansas 
producing points to the same destination territory. 

The Commission should find that the rates on salt, in carloads, 
minimum 45,000 pounds, from western Michigan to destinations in 
central Nebraska, eastern North and South Dakotas and western Min- 
nesota, Zone 2 territory, are and for the future will be unreason- 
able to the extent that they exceed or may exceed the rates shown 
as Michigan scale 2 in the appendix to this report. The Commission 
should further find that the rates on salt, in carloads, from western 
Michigan to destinations in central Nebraska, eastern North and 
South Dakotas, and northwestern Minnesota, Zone 2 territory, are 
and for the future will be unduly prejudicial to western Michigan 
producing points and unduly preferential of salt producing points in 
eastern Michigan and in Ohio and Kansas to the extent that the 
differences between the rates from the respective producing points 
exceed those that would exist under the application of Michigan scale 
2 rates from western Michigan, on the one hand, and eastern Michigan 
and Ohio, on the other hand, and the application of the Michigan 
scale 2 rates from Michigan and the Kansas scale 2 rates, shown in 
appendix, from Kansas producing points to the same destination 
territory. ; 

The Commission should find that the rates on salt, in carloads, 
minimum 45,000 pounds, from western Michigan producing points to 
destinations in western Nebraska and western North and South Da- 
kotas, Zone 3 territory, are and for the future will be unreasonable 
to the extent that they exceed or may exceed the rates shown as 
Michigan scale 3 in the appendix to this report. The Commission 
should further find that the rates on salt, in carloads, from western 
Michigan to destinations in western Nebraska and western North 
and South Dakotas, Zone 3 territory, are and for the future will be 
unduly prejudicial to western Michigan producing points and unduly 
preferential of salt producing points in eastern Michigan and in Ohio 
and Kansas to the extent that the differences between the rates from 
the respective producing points exceed those that would exist under the 
application of Michigan scale 3 rates from western Michigan, on the 
one hand, and eastern Michigan and Ohio, on the other, and the 
application of the Michigan scale 3 rates from western Michigan and 
the Kansas scale 3 rates, shown in the appendix, from Kansas pro- 
ducing points to the same destination territory. 

The Commission should find that the rates on salt, in carloads, 
minimum 45,000 pounds, from Kansas salt producing points to des- 
tinations in southeastern Minnesota Wisconsin, and eastern Nebraska, 
Zone 1 territory, are and for the future will be unreasonable to the 


- extent that they exceed or may exceed the rates shown as Kansas 


scale 1 in the appendix to this report. The Commission should further 
find that the rates on salt, in carloads, from Kansas producing points 
to destinations in southeastern Minnesota, Wisconsin, and eastern 
Nebraska are and for the future will be unduly prejudicial to Kansas 
producing points and unduly preferential of salt producing points in 
western Michigan to the extent that the differences between the rates 
from the respective producing points exceed those that would exist 
under the application of Kansas scale 1 rates from Kansas producing 
points, and the Michigan scale 1 from western Michigan points to the 
destination territory under consideration. 

_ The Commission should find that the rates on salt, in carloads, 
minimum 45,000 pounds, from Kansas salt producing points to des- 
tinations in central Nebraska, eastern North and South Dakotas, and 
northwestern Minnesota, Zone 2 territory, are and for the future will 
be unreasonable to the extent that they exceed or may exceed the 
rates shown as Kansas scale 2 in the appendix to this report. The 
Commission should further find that the rates on salt, in carloads, 
from Kansas producing points to destinations in central Nebraska, 
eastern North and South Dakotas, and northwestern Minnesota, Zone 
2 territory, are and for the future will be unduly prejudicial to Kan- 
sas producing points and unduly preferential of salt producing points 
in Western Michigan to the extent that the differences between the 
rates from the respective producing points exceed those that would 
exist under the application of Kansas scale 2 rates from Kansas pro- 
ducing points, and the Michigan scale 2 rates from western Michigan 
points to the destination territory under consideration. 


_ The Commission should find that the rates on salt, in carloads, 
minimum 45,000 pounds, from Kansas salt producing points to des- 
tinations in western Nebraska and western North and South Dakotas 
are and for the future will be unreasonable to the extent that they 
exceed or may exceed the rates shown as Kansas scale 3 in the ap- 
pendix to this report. The Commission should further find that the 
rates on salt, in carloads, from Kansas producing points to des- 
tinations in western Nebraska and western North and South Da- 
kotas are and for the future will be unduly prejudicial to Kansas 
producing points and unduly preferential of salt producing points in 
western Michigan and Utah to the extent that the differences between 
the rates from the respective producing points exceed those that 
would exist under the application of Kansas scale 3 rates from Kan- 
sas and Utah producing points, and the Michigan scale 3 rates from 
western Michigan producing points to the destination territory under 
consideration. 

The Commission should find that the rates on salt, in carloads, 
minimum 45,000 pounds, from Kansas salt producing points to des- 
tinations in Wyoming are and for the future will be unreasonable to 
the extent that they exceed or may exceed the rates shown as 
Kansas scale 3 rates in the appendix to this report. The Commission 
should further find that the rates on salt, in carloads, from Kansas 
producing points to destinations in Wyoming are and for the future 
will be unduly prejudicial to Kansas producing points and unduly 
preferential of salt producing points in Utah to the extent that the 
differences between the rates from the respective producing points 
exceed those that would exist under the application of the Kansas 
scale 3 rates from both Kansas and Utah to the destination territory 
under consideration. 

The scales prescried herein should be applied to the average 
distances from the respective origin groups to the destinations under 
consideration, computed over the shortest routes embracing the 
lines or parts of lines of not more than three line-haul carriers via 
existing connections for the interchange of carload traffic, except 


‘that where through rates for the transportation of salt are now gen- 


erally in use which embrace more than three line-haul carriers, over 


- which the distances are less, distances over such latter routes should 
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be used. Lines under comman control or ownership should be con- 
sidered as a single line, and where the same line is used more than 
once it may be counted each time used. The same rates should 
apply for joint line as for single line hauls of the same distance. 
Specific rates on the basis herein recommended should be published. 

In the Salt Cases, the Commission stated that where circuitous 
lines desired to meet the rates of the direct lines at competitive 
points they might, where necessary, file applications for relief from 
the long-and-short haul provision of the act. The Commission there 
also recommended that any rates covered by the conclusions in that 
case that were less than the maximum basis prescribed be increased 
to that basis. The Commision should reach the same conclusions in 
the present case. 


Appendix 


Distance scale of reasonable maximum rates per 100 pounds pre- 
scribed on salt, common (sodium chloride), in carloads, minimum 
45,000 pounds. 

Rate Scales Rate Scales 

from Michigan from Kansas 
Scale 1 Scale 2 Scale 3 Scale 1 Scale 2 Scale 3 
. -o 


100 miles ee 11.5 14.5 12 14 17 
110 miles and over 100....10.5 12 15 12.5 14.5 18 
120 miles and over 110....10.5 12 15 12.5 14.5 18 
130 miles and over 120....11 12.5 15.5 13 15 19 
140 miles and over 130....11 12.5 15.5 13 15 19 
150 miles and over 140....11.5 13 16.5 13.5 15.5 19.5 
160 miles and over 150....11.5 13 16.5 13.5 15.5 19.5 
170 miles and over 160....12 14 17.5 14 16 20 
180 miles and over 170....12 14 17.5 14 16 20 
190 miles and over 180....12.5 14.5 18 14.5 16.5 20.5 
200 miles and over 190....12.5 14.5 18 14.5 16.5 20.5 
210 miles and over 200....13.5 15.5 19.5 15.5 18 22.5 
220 miles and over 210....13.5 15.5 19.5 15.5 18 22.5 
230 miles and over 220....14 16 20 16 18.5 23 
240 miles and over 230....14 16 20 16 18.5 23 
250 miles and over 240....14.5 16.5 20.5 16.5 19 24 
260 miles and over 250....15 17.5 22 17 19.5 24.5 
270 miles and over 260....15.5 18 22.5 17.5 20 25 
280 miles and over 270....16 18.5 23 18 21 26.5 
290 miles and over 280....16.5 19 24 18.5 21.5 27 
300 miles and over 290....17 19.5 24.5 19 22 27.5 
320 miles and over 300....17.5 20 25 19.5 22.5 28 
340 miles and over 320....18 21 26.5 20 23 29 
360 miles and over 340....18.5 21.5 27 20.5 23.5 29.5 
380 miles and over 360....19 22 27 21 24.5 ,. 30 
400 miles and over 380....19.5 22.5 28 21.5 25 31.5 
420 miles and over 400....20 23 29 22 25.5 32 
440 miles and over 420....20.5 23.5 29.5 22.5 26 32.5 
460 miles and over 440....21 24 30 23 26.5 33 
480 miles and over 460....21.5 25 31.5 23.5 27 34 
500 miles and over 480....22 25.5 32 24 27.5 34.5 
520 miles and over 500....22.5 26 32.5 24.5 28 35 
540 miles and over 520....23 26.5 33 25 29 36.5 
560 miles and over 540....23.5 27 34 25.5 29.5 37 
580 miles and over 560....24 27.5 34.5 26 30 37.5 
600 miles and over 580....24.5 28 35 26.5 30.5 38 
620 miles and over 600....25 29 36.5 27 31 39 
640 miles and over 620....25.5 29.5 37 27.5 31.5 39.5 
660 miles and over 640... .26 _ 30 37.5 28 32 40 
680 miles and over 660....26.5 30.5 38 28.5 33 41.5 
700 miles and over 680....27 31 39 29 33.5 42 
725 miles and over 700....27.5 32 40 29.5 34 42.5 


750 miles and over 725... .28 32 40 30° 34.5 43 


775 miles and over 750....28.5 3 41.5 30.5 35 44 
800 miles and over 775....29 33.5 42 31 35 5 44.5 
825 miles and over 800....29.5 34 42.5 31.5 36 45 
850 miles and over 825....30 , $4.5 43 32 37 46.5 
875 miles and over 850....30.5 35 44 32.5 37.5 47 
900 miles and over 875....31 35.5 44.5 33 38 47.5 
925 miles and over 900....31.5 36 45 33.5 38.5 48 
950 miles and over 925....32 37 46.5 34 39 49 
975 miles and over 950....32.5 37.5 47 - 34.5 39.5 49.5 
1000 mileS and over 975....33 38 47.5 35 40.5 50.5 
1025 miles and over 1000....33.5 38.5 48 35.5 41 51.5 
1050 miles and over 1025....34 39 49 36 41.5 52 
1075 miles and over 1050....34.5 39.5 49.5 36.5 42 52.5 
1100 miles and over 1075....35 40.5 50.5 37 42.5 53 
1125 miles and over 1100....35.5 41 51.5 37.5 43 54 
1150 miles and over 1125....36 41.5 52 38 43.5 54.5 
1175 miles and over 1150....36.5 42 52.5 38.5 44.5 55.5 
1200 miles and over 1175....37 42.5 53 39 45 56.5 
1225 miles and over 1200....37.5 43 54 39.5 45.5 57 
1250 miles and over 1225....38 43.5 54.5 40 46 57.5 
1275 miles and over 1250....38.5 44.5 55.5 40.5 46.5 58 
1300 miles and over 1275....39 45 56.5 41 47 59 
1325 miles and over 1300....39.5 45.5 57 41.5 47.5 59.5 
1350 miles and over 1325....40 46" 57.5 42 48.5 60.5 
1375 miles and over 1350....40.5 46.5 58 42.5 49 61.5 


1400 miles and over 1375....41 47 59 43 49.5 62 


Zone 1 territory. Scale 1 rates apply to Zone 1 territory which 
includes all points of destinations in this proceeding on and east of 
the following lines: Chicago, Rock Island & Pacific from the south- 
ern Nebraska boundary through Fairbury to De Witt, thence Chicago, 
Burlington & Quincy through Crete to Lincoln, thence Union Pacific 
to Wahoo, thence Chicago & Northwestern to Fremont, thence Chi- 
cago, ae ay ay & Quincy to Oakland, thence Chicago, St. Paul, 
Minneapolis Omaha through Emerson to Sioux City, Iowa, thence 
Chicago, Milwaukee & St. Paul through Canton, S. Dak., to Sioux 
Falls, S. Dak., thence via the Great Northern through Willmar, Minn., 
to and including Duluth, Minn. 

Zone 2 territory. Scale 2 rates apply to Zone 2 territory which 
includes all points of destination west of Zone 1 territory on and east 
of a line from the Nebraska-Kansas boundary line through Lester, 
Hastings, Grand Island, Central City, Spalding, O’Neill to the Mis- 
souri River where it ceases to form the boundary between Nebraska 
and South Dakota, thence east of the Missouri River through South 
Dakota and North Dakota to Washburn, N. Dak., thence via the 
line of the Minneapolis, St. Paul & Sault Ste. Marie to Max, N. Dak., 
thence to Minot, N. Dak., thence easterly via the Great Northern 
4 Sate and thence following the Souri River to the Canadian 

rder. 

Zone 3 territory. Scale 3 rates apply to Zone 3 territory which 
inceses all points of destination in this proceeding west of Zone 2 
territory. 


UNCOMPRESSED COTTON RATE 
A finding of unreasonableness and an award of reparation 
have been recommended by Examiner R. J. Olentine in No. 
20422, U. S. Bedding Co. vs. St. Louis-San Francisco, as to the 
any-quantity rate charged on uncompressed cotton from Holly 
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Springs and New Albany, Miss., to Kansas City, Mo., on Ship. 
ments made in 1925 and 1926, to the extént they exceedeg 
$1.145 from Holly Springs and $1.26 from New Albany. A rate 
of $1.75 was charged. Olentine said the Commission show 
find the present rates of $1.145 and $1.26 not unreasonable 9, 
otherwise unlawful. 


GLASS SAND RATES 


#xaminer Burton Fuller, in No. 18718, American Window 
Glass Co. vs. Pennsylvania et al., and No. 19978, Standard Plate 
Glass Co. vs. Baltimore & Ohio et al., said the Commissjoy 
should find unreasonable for the future the rates on glass san@, 
from points in the so-called Hancock district in West Virginia 
and Maryland to destinations in the so-called Pittsburgh dis. 
trict, prescribe new ones and deny reparation. He said the 
Commission should find the rates not unreasonable in the past 
but unreasonable for the future to the extent they. may exceed 
$2.08 to Butler, Pa.; $1.95 to New Kensington and Springdale, 
Pa.; and $1.82 to Jeannette, Monongahela City, Belle Vernon, 
Pittsburgh and Glassport, Pa., all amounts being in net tons, 
The cases were heard jointly with the Pennsylvania commis. 
sion. A proposed report was issued in the title complaint but 
that case was reopened and heard with the Standard Plate Glass 
Co.’s complaint as both involved the same rates, the last men. 
tioned bringing in additional points of destination. 


LINTER CHARGES UPHELD 


Examiner Paul A. Colvin has recommended the dismissal 
of No. 20065, E. I. duPont de Nemours & Co. vs. Atlanta & West 
Point et al., and No. 20227, Chemlin Co., Inc., vs. Atlantic Coast 
Line et al., on a finding that the rates charged on many ship- 
ments described as cottonseed-hull fiber or shavings, from 
points in Alabama, Georgia, North Carolina, South Carolina, 
Tennessee, and Mississippi, to destinations in Virginia, Penn- 
sylvania, New Jersey, and Connecticut, shipped between Octo- 
ber 18, 1924, and February 1, 1926, were applicable. The car- 
riers marked up the bills so that rates applicable on cotton 
linters were applied, contending that the commodity shipped 
was not cottonseed-hull fiber or shavings, but second cut lint- 
ers, Which take the same rates as linters. 


PEANUT RATES UNREASONABLE 


In a proposed report in No. 20326, Lummis & Co. vs. Albe- 
marle Steam Navigation Co. et al., Examiner Paul A. Colvin 
said the Commission should find unreasonable but not unduly 
prejudicial, the all-rail and rail-and-water rates on peanuts, not 
shelled, uncleaned, Known the farmer’s stock, from points in 
Virginia and North Carolina to Philadelphia, Pa., prescribe new 
ones and award reparation. Colvin said the Commission should 
find the rates assailed, except those from points on the Norfolk 
Southern, were and for the future would be unreasonable to 
the extent they exceeded or might exceed 31 cents from Vir- 
ginia cities and 31 cents plus present arbitraries from the 
other points of origin involved; and from points on the Norfolk 
Southern: to the extent they exceeded or might exceed those 
found reasonable from the other points, plus 10 per cent, but 
not more than 5 cents per 100 pounds, the differential to accrue 
solely to the Norfolk Southern. 


RATE ON COTTONSEED 


Examiner F. D. Binkley, in No. 20275, Rome Oil Mills vs. 
L. & N. et al., has recommended that the Commission find that 
a combination rate of 21 cents charged on three carloads of 
cottonseed from Munford, Ala., to Rome, Ga., was and is un- 
reasonable to the extent it exceeded or may exceed 13.5 cents 
but that it was not and is not unduly prejudicial or in violation 
of the fourth section. He said reparation should be awarded, 
and collection of undercharges waived. 


RATE ON TIN CANS 

An award of reparation has been recommended by Examiner 
E. P. Hurley in No. 20350, Samels Brothers & White Canning 
Co. vs. Minneapolis & St. Louis et al., on a finding that a rate 
of 49 cents, charged on 12 carloads of tin cans from Chicago, 
Ill., to Chaska, Minn., was unreasonable and unduly prejudicial 
to the extent it exceeded 41 cents, minimum 14,000 pounds, 
subject to rule 34 of the classification. The assailed rate has 
been reduced to 30.5 cents, which the examiner says is satisfac- 
tory to complainant. 


RATE ON WRAPPING PAPER 
On further hearing in No. 17752, Dallas Paper Co. vs. Ar- 
kansas & Laquisiana Missouri et al., Examiner C. J. Peterson 
has recommended that the former finding that the rate charged 
on wrapping paper, carloads, from Bastrop, La., to Dallas and 
Wichita Falls, Tex., was not unreasonable, be affirmed. The 
original report is found in 126 I. C. C. 739. 


RATE ON CRUDE RUBBER 
Examiner Lewis L. Prout has recommended dismissal in 
No. 20182, Schmoll, Stiles, Reid, Inc., vs. Pacific Electric et al., 
on a finding that the rate on crude rubber, carloads, from Comp- 
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ton, Calif., to Akron, Ohio, is not unreasonable. The applicable 
fourth-class rate of $3.30 was assessed. 


CRUDE CARBOLIC ACID OVERCHARGE. 

Direction for refund of overcharges should be made in No. 
90188, Bakelite Corporation vs. B. & O. et al., and the com- 
plaint dismissed, says Attorney-Examiner John H. Howell on 
a recommended finding that shipments of crude carbolic acid 
(phenol) in tank-car loads and in drums in carloads from 
Painesville, Ohio, to Chicago, Ill., and Perth Amboy and Bloom- 
field, N. J., were overcharged. Fourth-class rates were paid. 
The attorney-examiner said the Commission should find that 
complainant’s shipments were crude carbolic acid (phenol) and 
that they were overcharged to the extent that the charges col- 
lected exceeded those at fifth-class rates. 


RATE ON BATTERY SEALING WAX 


Dismissal has been recommended by Attorney-Examiner 
John H. Howell in No. 20178, Mitchell-Rand Manufacturing Co. 
vs. New York Central et al., on a finding that the rate charged 
on shipments of battery sealing wax, carloads, from Jersey 
City, N. J., to Cleveland, Ohio, was applicable. Fifth class was 
charged on a classification of sealing wax. Complainant con- 
tended the proper classification was pitch, n. 0. i. b. n. 


RATES ON GASOLINE 

Examiner F. A. Clifford in No. 20191, Sinclair Refining 
Company vs. Santa Fe et al., has recommended that the Com- 
mission find that rates charged on gasoline, in tank-car loads, 
from Argentine and Coffeyville, Kan., and Cushing, Okla., to 
Madisonville, Ky., were inapplicable, that the applicable rates 
were 45.5 cents from Argentine and 49 cents from the other 
points, and that complainant is entitled to reparation. Freight 
charges were paid by the consignee at combination rates of 51 
cents from Argentine and 54.5 cents from the other points. 
The examiner said the shipments on which charges were as- 
sessed on the basis of the full combinations were overcharged 
to the extent the charges exceeded those that would have ac- 
crued under the application of the combination rule. 


BITUMINOUS ASPHALT ROCK 


In No. 20365, R. E. O’Connor et al. vs. Pennsylvania et al., 
Examiner H. L. Main has recommended that the Commission 
find the rate on bituminous asphalt rock from Bowling Green, 
Ky., to Arcola, Ind., applicable but unreasonable for the past, 
present and future to the extent it exceeded or may exceed the 
rate contemporaneously in effect to Ft. Wayne, Ind., and award 
reparation. A combination commodity rate of $3.70 per net 
ton was charged. A similar rate of $3.30 applied to Ft. Wayne. 
The examiner said the rate charged was in violation of the 
long-and-short-haul clause, for that part of the haul from Louis- 
ville, Ky., to Arcola, and raised a prima facie presumption that 
the rate to Arcola was unreasonable, a presumption not re- 
butted by defendants. 


RATE ON WASTE PAPER, ETC. 


Dismissal has been recommended by Attorney-Examiner 
John H. Howell in No. 20203, Diamond Match Company vs. New 
Haven et al., on a finding that the sixth-class rate on waste 
and/or scrap paper, carloads, from Oxford, Conn., to Middle- 
town, O., was not unreasonable. 


RATE ON DRY QUEBRACHO EXTRACT 


Attorney-Examiner John H. Howell has recommended dis- 
missal in No. 20260, William Flaccus Oak Leather Company vs. 
New Haven et al., on a finding that the fifth class rate on dry 
quebracho extract, carloads, from Boston, Mass., to Buckhan- 
non, W. Va., was not and is not unreasonable. He found a vio- 
lation of the fourth section by reason of existence of a higher 
rate to Buckhannon than to Charleston, W. Va., which he said 
the defendants should be instructed to remove promptly. He 
said the prima facie presumption of the unreasonableness of 
the higher rate was rebutted by defendants’ evidence. 


RATES ON WOOD FLOUR 


In No. 20497, Bakelite Corporation vs. Erie et al., Attorney- 
Examiner John H. Howeil has recommended dismissal on a 
finding that rates on wood flour, carloads, from New York, New 
York Harbor points, and North Tonawanda, N. Y., to Chicago, 
Ill., were not and are not unreasonable. Complainant paid ap- 
plicable fifth-class rates to Chicago of 56.5 cents from New 
York Harbor points and 34 cents from North Tonawanda. It 
asked establishment of commodity rates of 38.5 and 28.5 cents 
from the respective origins. 


LIMESTONE BLOCK RATES 


In No. 19656, James O’Mara et al. vs. Baltimore & Ohio et 
al., Examiner J. M. Fiedler has recommended that the Commis- 
sion find not unreasonable but unduly prejudicial, the rates on 
limestone, in blocks, rough quarried, scrabbled, and in slabs, 
sawed four sides or less, carloads, from points in the Bedford 
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district of Indiana, to Baltimore, Md., and Washington, D. C., 
to the extent they exceed or may exceed 80 per cent of the con- 
temporaneous rates on limestone sawed more than four sides 
or further finished. The examiner said the assailed rates un- 
duly preferred competitors of the complainants in the Bedford 
district. 


TEN-GALLON CAN CREAM RATES 


Examiner John Davey, in No. 19720, Campbell Dairy Prod- 
ucts Company vs. Erie et al., has recommended that the Com- 
mission find combination rates on interline shipments of cream 
in 10-gallon cans moving in baggage carloads in passenger train 
service from Homer, Mich., to many destinations in Trunk 
Line territory not unreasonable or otherwise unlawful in the 
past, but for the future that the factor of the combination from 
Homer, Mich., to Buffalo, N. Y., will be unreasonable to the 
extent it may exceed 87.5 per cent of the any-quantity rate. 
He said the switching charges imposed at Buffalo should be 
found inapplicable and the overcharges refunded. 


RATES ON COTTON PIECE GOODS 


Examiner F. D. Binkley in No. 19467, Baker-Hanna-Blake 
Company et al. vs. Aberdeen & Rockfish et al., has recom- 
mended that the Commission find unreasonable the rates on 
cotton piece goods, any quantity, from producing points in the 
southeast, New Orleans, La., Memphis, Tenn., and from certain 
points in Texas to Oklahoma City, Okla., and award repara- 
tion. He said the Commission should find that the rates as- 
sailed on cotton piece goods included in the description on 
page 599 in Memphis Southwestern Investigation, 77 I. C. C. 
473, were, are and for the future will be unreasonable to the 
extent they exceeded, exceed or may exceed third-class rates 
contemporaneously in effect from and to the same points. The 
examiner said the rates assailed were joint commodity rates. 


RATE ON CRUDE OIL 


In No. 20403, Russell Oil Company vs. C. B. & Q. et al., 
Examiner Bronson Jewell has recommended an award of rep- 
aration on a finding that a rate of 67 cents on crude oil, car- 
loads, from Osage, Wyo., to Butte, Mont., was, is and for the 
future will be unreasonable to the extent it exceeded or may 
exceed a subsequently established rate of 40 cents. 


WOODEN BROOM AND MOP HANDLES 


Examiner Paul A. Colvin in No. 19837, Fuller Brush Com- 
pany vs. Boston & Maine et al., has recommended that the 
Commission find that rates on wooden broom and mop handles: 
in the white, and varnished or shellacked, in straight or mixed 
carloads, from Burlington, Vt., to Hartford, Conn., were, are 
and ‘for the future will be unreasonable to the extent they ex- 
ceeded, exceed or may exceed 26.5 cents on broom and mop 
handles, in the white, sanded; 29.5 cents when shallacked or 
varnished, and 29.5 cents on mixed carloads, and award rep- 
aration. 


GRAVEL SWITCHING RATE 


Attorney-Examiner George M. Curtis, in No. 19999, Auto- 
matic Gravel Products Company et al vs. Burlington, Muscatine 
& Northwestern, has recommended that the Commission find 
unreasonable and unduly prejudicial the switching rate of the 
defendant, on sand and gravel, from Muscatine, Ia., to inter- 
state destinations on or via the Chicago, Rock Island & Pacific 
and the Chicago, Milwaukee, St. Paul & Pacific to the extent it 
may exceed $3.15 per car. This report also covers a sub-num- 
ber, Same vs. Chicago, Rock Island & Pacific et al. He recom- 
ang that the Commission prescribe the rate recommended 

y him. 


RATE ON PIG LEAD 


Examiner R. M. Brown in No. 16906, Oklahoma Traffic As- 
sociation et al. vs. Santa Fe et al., recommends that the Com- 
mission find unreasonable and in violation of the long-and- 
short-haul provision of the fourth section the rate on pig lead 
from Kansas City, Mo., to Oklahoma City, Okla., and that it 
has been, is and will be unreasonable to the extent it exceeded, 
exceeds or may exceed 44 cents and that the Harrison Smith 
Company is entitled to reparation. Charges were collected at 
the applicable fifth-class rate of 70 cents, minimum 36,000 
pounds. The examiner said the rate in issue resulted in a 
fourth-section violation in that it exceeded a rate of 45.5 cents 
from Kansas City to Houston, Tex. The examiner noted that 
since the filing of the complaint the Oklahoma Traffic Associa- 
tion had been disbanded and its functions taken over by the 
Oklahoma City Chabmer of Commerce. 


REPARATION ON POTATOES 


In No. 19332, Minnesota Potato Growers’ Exchange et al. 
vs. Santa Fe et al., Examiner Lewis L. Prout has recommended 
reparation on a finding that rates on potatoes from certain 
origins in Minnesota and Wisconsin to certain destinations in 
Oklahoma were unreasonable to the extent they exceeded the 
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aggregate of intermediate rates contemporaneously in effect. 
Defendants offered no evidence. The complaint in No. 19332, 
Sub. No. 1, D. E. Ryan & Co. vs. Great Northern et al., was 
withdrawn at request of complainant. 


COMMISSION ORDERS 


I. and S. No. 2821, general cancellation of L. C. L. commodity 
rates and cancellation of certain carload commodity rates, in 
I. F. A., W. T. L., and C. F. A. territories. Petition by numerous 
manufacturers of iron and steel articles and others for reconsid- 
eration and modification of findings, as to rates on iron and 
steel articles, in less than carloads; also petition by Traffic 
Bureau of Keokuk Chamber of Commerce and others for rehear- 
ing or reargument as to rates on corrugated fiber boxes and 
fiber cans, in carloads, denied, with the understanding that divi- 
sion 2 will reopen this proceeding for further hearing as to 
rates on fiber cans, in carloads. This proceeding has been re- 
opened for further hearing as to rates on fiber cans, in carloads. 

No. 19602, Kelly, Weber & Co., Ltd., vs. Missouri Pacific 
et al. The order entered in this proceeding on April 10, 1928, 
which was by its terms made effective June 25, 1928, on five 
days’ notice, has been modified so that it will become effective 
on July 8, 1928. 

No. 18843, A. C. Ochs Brick & Tile Co. et al. vs. Chicago & 
North Western et al. This proceeding has been reopened for 
further hearing, solely on the issue whether the scale of arbi- 
traries provided in No. 11672, Mason City Brick & Tile Co. vs. 
Director-General, as agent, A. T. & S. F. et al., and cases con- 
solidated therewith, for western South Dakota shall be extended 
to apply in western North Dakota. 

No. 15233, Chaffee Railroad vs. Western Maryland et al. 
This proceeding has been reopened for further hearing to de- 
velop facts which should be considered under section 15 (6) of 
the interstate commerce act, at such time and place as the 
Commission may hereafter direct. 

No. 20639 (Sub. 1), the Bettcher Stamping and Manufac- 
turing Co. et al. vs. Big Four et al. H. R. Fishel Steel Co., 
Franklin Steel Co., and the Guide Motor Lamp Manufacturing 
Co. permitted to intervene. 


No. 18211, Colorado & New Mexico Coal Operators’ Asso- 
ciation vs. Santa Fe et al. The order heretofore entered in 
this proceeding on April 27, 1928, has been amended so as to 
require the establishment of the rates prescribed therein to 
destinations on the Rock Island in Kansas, Nebraska, Missouri 
and Iowa, from Kanorado, Kan., to Council Bluffs, Ia., both 
inclusive, from Salina, Kan., to Kansas City, Mo., both inclusive, 

‘from Belleville, Kan., to McFarland, Kan., both inclusive, from 

Topeka, Kan., to St. Joseph, Mo., both inclusive, and from 
Atchison, Kan., through Jansen, Neb., to Nelson, Neb., both 
inclusive. 


No. 12244, Corporation Commission of Oklahoma vs. Abilene 
& Southern et al. This proceeding is reopened as to rates on 
hay and set for hearing with No. 17000, part 10, hay, on June 
21, at Hotel Texas, Fort Worth, Tex., before Commissioner 
Taylor and Examiners Worthington and Walsh. 


No. 17252, Pure Oil Co. et al. vs. Santa Fe et al. Complain- 
ant’s petition for oral argument and reconsideration denied. 

No. 18824, Lovett Fruit & Produce Co. et al. vs. Alabama 
— Southern et al. Complainants’ petition for rehearing de- 
nied. 

Né. 17427, American Sugar Refining Co. vs. Atlantic Coast 
Line et al, The order entered in this proceeding on March 17, 
1928, which was by its terms made effective May 20, 1928, on 
5 days’ notice, and subsequently modified so as to become effec- 
tive on June 26, 1928, has been further modified so that it will 
become effective on August 10, 1928, en 30 days’ notice. 

No. 18672, Hoboken Manufacturers vs. Santa Fe et al. The 
proceeding is reopened on the Commission’s own motion for 
rehearing, at such time and place as. it may hereafter direct. 

No. 20509, White Eagle Oil and Refining Co. et al. vs. Great 
Northern et al. The Midwest Refining Co., Hughes Oil Co., 
SampleOil Co., and the H. Earl Clack Co. permitted to intervene. 

No. 20613, Anchor Coal Co. et al. vs. Alton & Southern et al. 
The Evans & Howard Fire Brick Co., Curtis Manufacturing Co., 
Lowell Bleachery, and the Laclede-Christy Clay Products Co. 
permitted to intervene. 

No. 20169, Detroit Soda Products Co. et al. vs. Aberdeen & 
Rockfish et al. The American Cotton Manufacturers’ Associa- 
tion, the Cotton Manufacturers’ Association of North Carolina, 
and the South Carolina Cotton Manufacturers’ Association per- 
mitted to intervene. 

No. 20958, White Eagle Oil and Refining Co. vs. Santa Fe 
et al. Skelly Oil Co. permitted to intervene. 

No. 20752, Rock Island Chamber of Commerce, Traffic Bu- 
reau et al. vs. Santa Fe et al. Traffic Bureau of Davenport 
Chamber of Commerce permitted to intervene. 

No. 19285, The Salina Chamber of Commerce et al. vs. 
Santa Fe et al., and No. 19778, The Wichita Chamber of Com- 
merce et al. vs. Santa Fe et al. Greater Grand Forks Traffic 
Association, O. J. Barnes Co., J. J. Kelly, Farmers’ Cooperative 
Marketing Association, Red River Potato Co., R. L. Douglas 
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Co., Holden Bros., Ole A. Flaat and Cavalier Milling Co. pe. 
mitted to intervene. 

No. 17586, Leonard, Crosset & Riley vs. Santa Fe et a) 
Defendant’s petition to reopen for further hearing and oral argu. 
ment on present record and to modify decision and complaip. 
ant’s and interveners’ petition for modification and/or for reay. 
gument to show cause for modification, denied, but proceeding 
reopened for further consideration on record as made. 

No. 17195, National Association of Employing Lithographers 
vs. Santa Fe et al.; No. 17197, Miami Tablet Co. vs. Burlingtoy 
et al.; No. 17584, Dr. Miles Medical Co. vs. Akron, Canton & 
Youngstown et al., and No. 17615, Montgomery Ward & Co. e 
al. vs. Abilene & Southern et al. Proceedings in Nos. 175g, 
and 17615 have been reopened for argument, but complainant’s 
petition in No. 17584 to modify report to award reparation; de. 
fendant’s petition in No. 17584 for argument and reconsidera. 
tion; defendants’ petition in No. 17195 and 17197 for reargument 
before Commission and reconsideration, and complainant’s peti- 
tion in No. 17615 for reargument, denied in all other respects. 

No. 17490, Fred C. Mansfield Co. vs. Chicago & North West. 
ern et al. Complainant’s petition for rehearing or reconsidera- 
tion and oral argument denied, in view of reopening by diyj- 
sion 3 for further consideration. 

No. 17490, Fred C. Mansfield Co. vs. Chicago & North West- 
ern et al. Proceeding reopened for further consideration. 

No. 17330 (and Sub. No. 1), Illinois Coal Traffic Bureau ys. 
Arkansas Valley Interurban et al., and No. 18025, Old Ben Coal 
Corp. vs. Alabama & Vicksburg et al. Lincoln Chamber of 
Commerce; Sheridan-Wyoming Coal Co., and Owl Creek Coal 
Co. permitted to intervene. 

No. 16802, Texas Cement Plaster Co. vs. Abilene & South- 
ern et al., and cases grouped therewith. No. 14527, Oklahoma 
Portland Cement Co. vs. Abilene & Southern et al., No. 17942 
(and Sub. Nos. 1 to 4, incl.), Atlas Portland Cement Co. vs, 
Santa Fe et al., No. 17946, Nebraska Cement Co. vs. Santa Fe 
et al., and No. 18687, Missouri Portland Cement Co. vs. Santa 
Fe et al., have been reopened for further consideration, and 
consolidated with No. 16802, for disposition. 

No. 17985, Express Publishing Co. vs. Galveston, Harris- 
burg & San Antonio. The order entered in this proceeding on 
April 2, 1928, which was by its terms made effective June 5, 
1928, on five days’ notice, has been modified so that it will 
become effective July 15, 1928. 

No. 20608, Alkali Traffic Assn. vs. Abilene & Southern et al. 
The Procter & Gamble Manufacturing Co. has been permitted 
to intervene. 

No. 20169, Detroit Soda Products Co. et al. vs. Aberdeen & 


Rockfish et al. The Mead Fibre Co. has been permitted to 
intervene. 


No. 20482, R. T. Vanderbilt Co., Inc., et al. vs. Atlantic 


Coast Line et al. The Mead Pulp and Paper Co. has been per- 
mitted to intervene. 


No. 19680, Public Service Commission of Oregon vs. Central 
Pacific et al. Willamette Valley Lumbermen’s Assn. has been 
permitted to intervene. 


No. 20835, Gulf Refining Co. et al. vs. Abilene & Southern 
et al. The Chamber of Commerce of Shreveport, La., has been 
permitted to intervene. 


No. 20965, Frank B. Clinton et al. vs. Baltimore & Ohio 


et al. The Indiana Bituminous Coal Operators’ Assn. has been 
permitted to intervene. 


No. 18834, T. J. Moss Tie Co. vs. Baltimore & Ohio et al. 
The order entered in this proceeding on December 23, 1927, 
which was by its terms made effective March 3, 1928, and 
subsequently modified so as to become effective on June 2, 
1928, has been further modified so that it will become effective 
on June 18, 1928. 


No. 20917, Wisconsin Paper & Pulp Manufacturers’ Traffic 
Assn. vs. Chicago & North Western et al. The International 
Paper Co. and Canadian International Paper Co. permitted to 
intervene. 


No. 18358, Bear Brand Hosiery Co. vs. Atlanta, Birmingham 
& Atlantic et al. Petition of southeastern and Carolina lines 
for postponement of effective date of order, rehearing and re- 
argument has been denied, in so far as it requests postpone- 
ment of effective date of the order. 


No. 20929, Castanea Paper Co. et al. vs. Atlantic Coast Line 
et al. The Mead Fibre Co. and Mead Pulp & Paper Co. per- 
mitted to intervene. 


No. 18366, Muscle Shoals Traffic Bureau vs. Abilene & South- 
ern et al. Order of February 29 modified so that it will become 
effective not later than July 8, instead of May 25, on potatoes, 
cabbage and other vegetables, carloads, from points in Texas 
to Florence, Sheffield and Tuscumbia, Ala. 





FINAL VALUATION REPORTS 


_ Valuation No. 724, Durham & Southern Railway Co., opinion 
No. B-671, 141 I. C. C. 362-87, final value, for rate-making purposes, 
of the property owned and used for common carrier purposes, found 
to be $966,300, as of June 30, 1917. 
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June 2, 1928 


HOCH-SMITH DELAY 


he conclusion of the final hearing in the general inves- 
wane live stock rates in the western district, docket 17000, 
part 9, at Chicago, May 24, before Examiners Stiles and Parker, 
representatives of the various interests present took occasion 
to express themselves as to the justice of recent public criti- 
cism of delay in handling the proceeding. Reference was 
made to the fact that Congressman Hoch had criticized the 
Commission for failure to bring to conclusion the various in- 
vestigations instituted under the Hoch-Smith resolution and the 
fact that he had blamed the railroads, to some extent, for that. 
That the railroads had been responsible for any delay was denied 
by both market and state commission representatives. — 

“There has been some public criticism of the time con- 
sumed in these investigations under the Hoch-Smith resolution,” 
said Claude Draper, chairman of the Wyoming commission. 
“Now I believe that those criticisms were undue and I do not 
believe those who made the criticism have been informed... . 
We have continued these hearings day in and day out, every- 
one doing his best to present a record upon which the Com- 
mission could make its findings. . . . It seems to me that the 
Commission, and especially the examiners who have conducted 
this particular part of 17000, ought to be commended rather 
than censured, because of the various interests which have been 
involved here and the enormous territory which is covered by 
this investigation, which necessarily involved a lot of conflicting 
interests. In an investigation as broad as this, due to the 
Hoch-Smith resolution, I believe it was physically impossible 
to have consumed it in any shorter time.” 

Similar expressions were made by various representatives 
of the shippers, the general purport being that, in the minds of 
those who had participated in the proceeding, the Commission 
could have done nothing to expedite the proceeding more than 
had been done and that they had not observed any of the 
tactics for delay imputed to the railroads by Congressman Hoch. 

When the matter of fixing a date for the filing of briefs 
came up, Kenneth Burgess, counsel for the carriers, said he 
would “not ask for more than the usual thirty days.” However, 
the shipper and state commission representatives were of the 
opinion that not less than ninety days should be granted be- 
cause of, among other things, the necessity to give attention to 
other parts of docket 17000 and other matters. 

In response to the urgency of the petitions for delay from 
the shippers, market representatives, and state commissions, 
Examiner Stiles allowed a period of seventy-five days. 


HOCH-SMITH REPEAL 


President T. C. Burwell, of the Associated Traffic Clubs of 
America, has written the following letter to President Coolidge 
and all senators and representatives in Congress: 


At the semi-annual meeting of the Associated Traffic Clubs of 
America, held at Richmond, Va., October 25 and 26, 1927, the fol- 
lowing action was taken in connection with the so-called Hoch- 
Smith resolution. The resolution, as follows, was adopted at the 
semi-annual meeting and has subsequently been ratified by a ma- 
jority of our member clubs: 

“Whereas, The Associated Traffic Clubs of America by resolu- 
tion adopted at the Kansas City meeting April 15 and 16, 1925, 
went on record in favor of repeal by Congress of the So-called 
Hoch-Smith resolution, and, 

“Whereas, it has become increasingly evident since that date, 
that the Interstate Commerce Commission, in carrying out the 
mandate of :the Hoch-Smith resolution, is interpreting literally 
the terms of the said resolution and it granting preferred treat- 
ment in rate adjustments to the products of agriculture, as wit- 
ness its recent decision in the so-called California deciduous fruit 
case, 

“We, therefor, reiterate our stand, as previously taken, in 
opposition to political rate making and again urge the repeal by 
Congress of the Hoch-Smith resolution on the grounds that the 
same is pernicious and in contravention of established principles 
of fairness and justice to the industries and carriers of the United 
States.” 

During the discussion following the offering of the said res- 
olution, A. S. Lucas, delegate from the Birmingham (Ala.) Traffic 
and Transportation Club, read into the record a letter concerning 
the Hoch-Smith resolution which he had received from M. i 
—— executive secretary of the Southern Traffic League, as 
ollows: 

“The Southern Traffic League, at its recent meeting in Mobile, 
merely reaffirmed its prior resolution in opposition to the Hoch- 
Smith resolution of Congress and declared itself to favor a repeal 
of this law.” 

Subsequent discussions developed that there were two funda- 
mental troubles brought about by the Hoch-Smith resolution. 

First, that there is no justice in saying that a lawful, rea- 
sonable and just rate for the transportation of a commodity should 
be condemned, or that the carriers should be ordered to reduce 
what was admittedly a just and lawful rate before the condemna- 
tion took place. The Supreme Court gave definite expression in 
the Knox case to the view that there was a zone of reasonable- 
ness. Within that zone the Interstate Commerce Commission may 
find a rate promulgated by the carrier which is just and reason- 
able and that the carrier has a right to continue that rate, but 
Congress, by this resolution, says that this reasonable, lawful 
rate shall be condemned and that the Interstate Commerce Com- 
mission shall order the carrier to reduce that rate to another 
figure, which is yet within the zone of reasonableness. That is 
purely a species of legislation to order a carrier to reduce its 
rates, when at the same time it is admitted it is performing its 
lawful right in carrying those rates. If it is competent to order 
it for one set of shippers, it is just as competent to order it for 


- 
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any other set of shippers. That is the unfairness of the whole 
thing. 

The other ill effect we suffer particularly. and the shippers 
suffer more from it than the carriers, is that, by reason of the 
numerous investigations that are being made under the resolu- 
tion, the freight rate structure is frozen. There were, at the 
time of our Richmond meeting, 108 examiners on the force of the 
Interstate Commerce Commission, from apprentices to the highest 
posts, exclusive of the chief examiner and assistants. Of these 
only 49 had been in the service of the Commission over 30 months. 
Of the 49, 33 were then engaged in special docket matters, such 
as the Hoch-Smith resolution and a few other resolutions Con- 
gress has promulgated. Of the other 59, there were only 32 of 
them available to do work in the formal docket section. The 
balance of the 59 were at work on the Hoch-Smith resolution and 
other resolutions. Many rate adjustments were and are frozen. 
Prices were affected and a very serious situation was confronting 
us, 

This letter is being addressed to all of the senators and rep- 
resentatives and to the President of the United States. 

It is anticipated that Congress will see its way clear to repeal 
the so-called Hoch-Smith resolution at an early date. 


HOCH-SMITH FURNITURE 


The hearing in docket 17000, part 5, furniture, at Chicago, 
before Examiner Barclay, ended May 28. Testimony of carrier 
witnesses since May 24 stressed the fragility of furniture in 
transportation and the “special” equipment requirements of the 
traffic. The witnesses analyzed proposals of the shippers, pre- 
sented exhibits showing present rates and the rates that would 
result from the application of the rates proposed and, generally, 
supported the classification basis for application to the traffic. 

Testimony was received from the following: W. F. Harlow, 
statistical accountant, Bureau of Railway Economics; A. H. 
Greenly, Official Classification Committee; A. L. Green, special 
representative, freight claim division, American Railway Asso- 
ciation; W. J. Kelly, auxiliary committee, Central Freight Asso- 
ciation, and R. C. Fyfe, chairman of the Western Classification 
Committee. 

Mr. Harlow’s testimony principally had to do with loss and 
damage in furniture traffic. According to him, the percentage 
of claims on new furniture, in relation to the revenue, is only 
exceeded by “such perishable and fragile commodities as eggs, 
fresh fruits and vegetables, and household goods.” He showed 
that the ratio of claims paid to revenue, on furniture, carloads, 
in 1922, was 3.1 per cent, as against .86 per cent for all carload 
freight in that year. Presenting the fragility of furniture in 
another way, he showed that, in 1926, the carriers paid out 
20 cents a ton for loss and damage on furniture, as against 
1 cent a ton for all freight. Based on tons originated, he 
showed that new furniture was only .08 per cent of the total 
carload traffic of the country. He showed the average load to 
be 8.5 tons, as compared to 26.5 tons for manufactures and mis- 
cellaneous, and 36.13 tons for all carload freight. According 
to an exhibit, showing the average loading of a large number 
of commodities, household goods and second-hand furniture are 
the only comparable commodities that load lighter. Carriers in 
the eastern district originated 1,286,083 tons of furniture in 1927, 
according to his testimony, and the carriers in the southern 
district originated 540,003 tons and the western carriers origi- 
nated 774,052. He said that, in recent years, the southern dis- 
trict had shown a larger percentage increase than either of 
the other districts. 


Mr. Greenly, among other things, presented a complete anal- 
ysis of three months’ business originated by 11 representative 
producing points in Official territory. On the basis of that 
study, he said, the elimination of all commodity rates would 
have increased the revenue by 5 per cent. A reduction to the 
basis of third class (the general classification basis in the ter- 
ritory now being second class) would have reduced the revenue 
between 11 and 12 per cent. Rates on the basis of 60 per cent 
of first class, as contended for by certain shippers and as pre- 
scribed by the Commission in the southwest, would have meant 
a reduction of about 19 per cent in revenue. He also intro- 
duced a study of claims paid, showing that, on the carload traffic, 
loss and damage amounted to approximately 15 cents a ton and, 
on less-carload traffic, slightly in excess of $1 a ton. Contrary 
to any notion he had had on the subject, he said, his studies 
revealed that the tonnage of the less-carload traffic approached 
that of the carload. Of the business originated at the 11 points 
studied for the three months’ period, 43,000 tons were carload 
and 30,000 less-carload, he said. He introduced figures showing 
that a preponderance of the traffic was in cars larger than the 
standard 36-foot cars. 

Mr. Greenly declared that, despite all that could be done, 
furniture claims tended to increase, whereas, on other com- 
modities, the tendency was for a reduction. He analyzed some 
of the causes contributory to the high percentage of loss and 
damage connected with the traffic and detailed the activities 
of the carriers to bring about reductions. The purport of his 
testimony was that furniture traffic produced a great many 
claims, in the face of extraordinary efforts on the part of the 
carriers to prevent them. 

Mr. Kelly showed that the earnings per car-mile would be 
18.5 cents under the proposal of the C. F. A. carriers, as against 
13.1 cents on the rates proposed by Elmer W. Hanak, general 
traffic manager, Simmons Company, in conjunction with a 12,000- 
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pound minimum. At a 20,000-pound minimum, the C. F. A. rates 
would produce 19.5 cents a car-mile, according to him, as against 
15 cents at rates proposed by B. F. Bohman, Heywood-Wakefield 
Company, and 17.7 cents at rates proposed by L. E. Muntwyler, 
general traffic manager, Montgomery Ward and Company. Those 
comparisons, and others he made, showed conclusively, he con- 
tended, that the shipper proposals were too low. He presented 
a general picture of the rates and revenue that would result from 
application of the ciassification basis to the traffic and presented, 
in considerable detail, facts as to the nature of the equipment 
ordered by shippers. According to his figures, a large per- 
centage of orders were satisfied by supplying two small cars 
where one large one was ordered. An analysis of the situation 
showed, he said, that, whenever a commodity rate was made 
with a higher minimum than accompanied the classification 
basis, there was a material increase in the “two for one move- 
ment. He testified as to the necessity for assembling large 
cars at distant points when a shipper required them and held 
that no rates should be established at minimum weights which 
would not Toad in the standard 36-foot car. 

Mr. Fyfe returned to the stand to introduce certain facts 
with respect to loss and damage. In connection with facts he 
presented, he showed that out of a total of 305 cars received 
at Salt Lake City in 1926, claims were filed on 190 of them, 
averaging $51.57 a car. 


ILL. CENT. TARIFFS SUSTAINED 


The Commission, May 28, refused to suspend the [Illinois 
Central tariffs establishing joint rail-and-water rates on iron 
and steel articles from the Chicago district and on canned goods 
from Mississippi Valley points, via New Orleans, on a parity 
with iron and steel from the Pittsburgh district, and on other 
goods from points in Trunk Line territory, via Baltimore and 
other north Atlantic ports, to destinations in California. No 
reason for the refusal was given. It was understood, however, 
that the fact that the Commission was without power to estab- 
lish minimum rail-and-water rates caused disregard of the east- 
ern demand for suspension. 

The Chicago Association of Commerce transportation com- 
mittee has put out the following bulletin to receivers and 
shippers: 


The Illinois Central System, in connection with the Redwood 
Steamship Line, Inc., has received approval from the Interstate Com- 
merce Commission of its tariff I. C. 16273-A, I. C. C. No. A-10314, 
effective May 31, 1928, which, for the first time in transportation 
history, permits rail-and-ocean rates under through bills of lading 
via the Panama Canal, from Chicago to’California ports. 

The new reduced rates will place Chicago on a rate parity with 
various industrial districts of the east, which have enjoyed a sub- 
stantial business by rail to the north Atlantic ports, coupled with 
the ocean routes via the Panama Canal to California ports. For 
example, the present all-rail rate from Chicago to California terminals 
on iron and steel articles is $1 per one hundred pounds. The trans- 
continental lines were denied by the Interstate Commerce Commission, 
the privilege of publishing a rate of 80 cents per one hundred pounds 
under tlie long-and-short-haul clause of the 4th Section of the in- 
terstate commerce act, on iron and steel articles, and similar reduc- 
tions on a few other commodities that move in volume. The new 
Illinois Central tariff provides a rate of 61 cents per 100 pounds, which 
places the Chicago industrial district on a rate parity, via New 
Orleans, with the Pittsburgh district via Baltimore. 

On canned goods the all-rail rate is $1.05 per 100 pounds, while 
the new rate will be 85 cents per 100 pounds, placing the middle 
— canneries on a parity with the Mohawk Valley of New York 
state. 

One soap, lye, etc., the all-rail rate from Chicago to California 
ports is $1.25 per one hundred pounds. The new rate via the New 
Orleans gateway will be 60 cents per one hundred pounds, placing 
these manufactured articles on a rate parity with New York, or the 
all-water routes from the North Atlantic territory. 

It will thus be seen the revision of these rates is of major im- 
portance in re-establishing Chicago manufacturers and shippers in 
California markets on a competitive rate relationship with the in- 
dustrial districts of the east. 

We respectfully request all receivers and shippers to look into 
the new changes and enter these markets in a most active way, 
thereby, availing themselves of the new freight rate reductions. 


CENTRAL JERSEY ROUTE CASE 


The Commission has refused to suspend four Central of 
New Jersey traiffs, bearing the effective date of May 29, estab- 
lishing class rates and rates on prepared sizes of anthracite 
coal and cement, from points on its lines mainly west of Allen- 
town, Pa., to destinations in New England via New York har- 
bor routes. At the time the Commission acted it was the un- 
official understanding that the New Haven, the connection that 
has resisted the establishment of any more rates via the New 
York harbor routes, would revoke its concurrences in the Cen- 
tral of New Jersey tariffs, thereby compelling the latter to can- 
cel the schedules in question. The Central of New Jersey, it 
was understood, in the same unofficial way, would protest the 
revocation and ask for the suspension of cancellation tariffs 
so as to bring the whole matter before the Commission in a 
suspension proceeding. 

Twenty years ago use of routes through New York harbor 
was restricted as a result of negotiations between the Central 
and the New Haven resulting from the Commission’s expres- 
sions in No. 1400, Central of New Jersey vs. New York, New 
Haven & Hartford. That case grew out of the proposal of the 





New Haven to cancel all routes in connectidn with the Centra] 
of New Jersey through New York harbor, thereby forcing traf- 
fic to go through the Maybrook gateway. That route would 
give the Central a shortened haul on traffic originated by it. 

In 1927, in Central of New Jersey vs. New York, New 
Haven & Hartford et al., 122 I. C. C. 661, Traffic World, March 
12, 1927, p. 659, the Commission found it would not be neces- 
sary or desirable in the public interest to re-establish joint 
rates on the traffic in question through New York harbor but 
that it was discriminatory to deny such rates for Central of 
New Jersey traffic while contemporaneously according such 
rates to the Lehigh Valley and Pennsylvania traffic. It sug- 
gested further conferences between the disagreeing roads with 
a view to coming to a settlement of the matter. Negotiations 
failed. The Central then filed the tariffs which the Commis- 
sion refused to suspend. The 1927 case has been reopened and 
is still pending. 

Filing of the revocations would bring the matter to the 
attention of the Commission, it is believed, in all its phases. 
In the 1927 case the Central admitted that restrictions were 
made in the traffic from points on the Central as a result of 
negotiations in 1908. It said, however, that the agreement was 
made because it was believed to be the best for it that could 
be made on account of the uncertainty as to the jurisdiction of 
the Commission over routes in which car floats were used, it 
not being certain that car floats came within the definition of 
a railroad. There is no question on that point now. They are 
covered by the grant of jurisdiction to the Commission. 

There are now joint rates via New York harbor from 
points west of Allentown, Reading, Harrisburg and Hagers- 
town, but the Central of New Jersey thinks it is entitled to 
more than the New Haven is willing to give. Broadly speaking, 
the existing joint rates through New York harbor are restricted 
to points of origin east of Allentown, Reading, Harrisburg and 
Hagerstown. Arguments in favor of a larger number are that 
the Central is entitled to the long haul on traffic it originates, 
which would be through New York harbor, and that shippers 
from points on the Central are entitled to such transit privileges 
as there may be, in the metropolitan district, on traffic des- 
tined to New England. 


LAKE CARGO COAL CASE 
The Trafic World Washington Bureau 


Requests for suspension of the northern lines’ lake cargo 
coal tariffs have been received by the Commission from the 
West Virginia commission, the Fairmont Coal Operators’ Asso- 
ciation, and the southern coal operators, represented by a com- 
mittee of which J. D. Francis is chairman. The West Virginia 
commission makes the point, among others, that the rates pro- 
posed are unreasonably low and not filed in good faith as rep- 
resenting the managerial judgment of executives of the north- 
ern lines, but merely to~-nullify the injunction issued in the 
Anchor Coal Company case. The coal operators make the point 
that the tariffs are in violation of the sections of the interstate 
commerce act mentioned in the various lake cargo coal cases. 

Northern railroads have clarified the refund part of their 
lake cargo coal tariffs, dated to be effective June 18, so as to 
meet the objections made to them by Commission men and 
northern mine operators (see Traffic World May 26). The Com- 
mission, in sixth section permission No. 87769, has authorized 
them to revise the note pertaining to refund, on less than statu- 
tory notice, so that the new note, No. 725, will be incorporated 
in the tariffs dated to be effective June 18. The revised note 
is as follows: 


Upon presentation of proof to delivering line that coal shipped 
hereunder has been loaded into vessels at Lake Erie ports specified 
in this tariff and discharged from vessels at ports on Lake Huron, 
Lake Michigan and Lake Superior and their tributary waters in the 
United States or Canada north of Port Huron, Mich., and Sarnia, 
Ont., the rates on coal so delivered will be 20 cents per ton of 2,000 
pounds less than the rates on coal for trans-shipment via lake as 
cargo named in this tariff. 

Protection of such rates to be accomplished by readjustment of 
charges after presentation of the proof about specified. 

The Ore & Coal Exchange, Cleveland, O., as agent for these rail- 
roads will secure a certificate, in triplicate, each signed by a re- 
sponsible officer of the dock at which vessel is unloaded, signifying 
that the coal loaded into the vessel at Lake Erie ports specified in 
this tariff was in fact discharged from the vessel at a port on Lake 
Huron, Lake Michigan or Lake Superior or their tributary waters 
in the United States or Canada north of Port Huron, Mich., and 
Sarnia, Ont. 

The Ore & Coal Exchange will present a copy of this certificate 
to the agent of these railroads at the port at which the coal was 
loaded into the vessel, and a copy to the auditor of these railroads. 
Upon receipt of the certificate the agent or auditor of these rail- 
roads will make readjustment of freight charges in accordance with 
the provisions hereof. 

Expires at midnight on December 31, 1928, unless sooner can- 
celled, changed or extended. 


DISCONTINUANCE OF REPORTS 
President Coolidge signed H. R. 12064, an act to discontinue 
certain reports now required by law to be made to Congress, 
under which the Commission will be relieved hereafter from 
making reports as to expenditures, salaries of employes, etc. 
(See Traffic World, May 26, p. 1314.) 
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BARGE LINE BILL BECOMES LAW 


The Traffic World Washington Bureau 


The Denison barge line expansion bill, which has now be- 
come law, was passed by the Senate as amended by the Senate 
committee, about 6 p. m. May 26, after an afternoon of debate 
had been brought to a close, with indications that the bill would 
at least “go over” until this week. : 

The two amendments adopted by the commerce committee, 
relating to disposition of the service of the Inland Waterways 
Corporation as a whole and the survey looking to extension of 
the service to the Boston-Beaufort waterway on the Atlantic 
coast, necessitated the sending of the bill to conference. 

The bill was passed by the Senate without a record vote, in 
a rather tense atmosphere. Senator Reed, of Missouri, who 
assumed leadership of the fight in behalf of the bill, and Sen- 
ator Bruce, of Maryland, who spoke against the bill on behalf 
of Baltimore and Maryland business and transportation inter- 
ests, had concluded an afternoon of debate on the bill when it 
appeared that the Senate was preparing to adjourn until Monday. 

The Boulder Dam bill was the unfinished business before 
the Senate while the debate on the barge bill was on. At the 
conclusion of Senator Bruce’s attack on the barge bill, Senator 
Curtis moved that the Senate go into executive session. Sen- 
ator Johnson, of Caliornia, first made a point of no quorum and 
then demanded a vote on the motion to go into executive 
session. The motion was voted down. After some further pro- 
ceedings, Senator Reed moved the passage of the barge line 
bill and it went through. 

An amusing feature of the debate on the barge bill was the 
insistence on the ‘part of Senator Reed, in attacking opposition 
of the “sugar trust” to the bill, that the American Sugar Re- 
fining Company was a part of the sugar opposition when the 
fact was that P. M. Ripley, traffic manager of that company, 
which ships large quantities of sugar via the Mississippi barge 
line, appeared before the Senate commerce committee in support 
of the barge line expansion program. It finally developed that 
Senator Reed was basing his remarks on the transcript of the 
last hearing on the bill before the commerce committee which 
erroneously set forth that Henry F. Cochran, of the National 
Sugar Refining Corporation, appeared for the American Sugar 
Refining Corporation. 

Senator Reed said the barge line service would be seriously 
crippled unless the bill were passed. He reiterated statements 
heretofore made by proponents of the barge line service that the 
lower Mississippi part of the service was making substantial 
sums of money. He said the barge line had made the best show- 
ing ever made in the history of the government in any enter- 
prise entered upon by the government. 

Senator Copeland, of New York, said the hearings before 
the commerce committee were closed before opportunity was 
afforded for constituents of his, including sugar interests, to 
appear in opposition to the bill. Senator Sackett, of Kentucky, 
said all the sugar people who wanted to be heard were there. 

“What’s the use of appearing when there’s no one there to 
listen,” said Senator Copeland, referring to the fact that all the 
members of the committee were not present. 

Senator Reed said if that argument were to prevail, the 
Senate would never get through with hearings. He said the 
testimony was taken down for the members who could not at- 
tend hearings. He said he was going to pay his respects to 
the “sugar” crowd. Senator Copeland said there were other 
interests opposed. 


Senator Copeland said that while he personally did not object 
to the bill, if sugar refineries of his constituents would be 
closed by reason of passage of the bill, it was a matter of 
concern to him. His main point was that the opposition should 
have had full opportunity to be heard. 


Senator Shipstead, of Minnesota, said the American Sugar 
Refining Company seemed to think it had a vested interest in 
transportation, the senator making the same error as Senator 
Reed with respect to the names of the country. 

Senator Fletcher, of -Florida, said “these sugar people” 
seemed to have the idea that the country ought to be zoned 
off with respect to the territory to be served by them. 


Senator Copeland said the sugar refiners of New York only 
asked that they be permitted to compete in the sugar markets. 
He said the “wicked trust” referred to by Senator Reed was 
represented by Mr. Ripley, of the American Sugar Refining 
Company, and that Mr. Cochran represented the National com- 
pany. He said he had put in a telephone call to New York to 
ascertain that fact. He said the transcript was in error. Sen- 
ator Reed then said he did not care whether Mr. Cochran. rep- 
resented the American or the National company—that what he 
said was not changed by that fact. 

“Any industry that tries to prevent lower freight rates to 
protect a monopoly hasn’t the morals of a snake,” said he. 

The senator asserted the time had passed when it could be 
said that inland waterway transportation was not successful— 
that the complaint now was that it was too successful. He re- 
ferred to the opposition of the eastern and southeastern sugar 
interests as an example of “brutal and unmitigated selfishness,” 
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and when an industry had the gall to protest against low freight 
rates because its market would be injured—that was the last 
word in the vocabulary of insolence. 

“We are asked to scuttle the barge line because it delivered 
sugar. cheaper than otherwise,” said he. 

Senator Copeland suggested that if the government ac- 
quired rail lines, rail rates probably could be reduced, the same 
as rates were reduced by the barge line under rail rates. 

Senator Reed said that ordinarily he was not in favor of 
government ownership, but that the barge line was an exception 
to the rule. He said the barge line experiment was flourishing 
and then said it was in its infancy. He said.-when the time 
came for turning it over to private interests he believed provi- 
sion should be made that the private lines should give the same 
benefits as resulted from government operation. 

The senator said he had not the slightest doubt but that 
ten years from now freight rates on the inland waterways 
would be 50 per cent of the present railroad rates and that he 
did not believe there would be the slightest injury to the 
railroads. 

The opposing sugar interests, he continued, protested against 
the entire interior of the country getting the benefits of cheaper 
water transportation. He asked what about the business men 
of New Orleans, St. Louis, Memphis—“have they no rights?” 
He asked whether the country was to be sectionalized and no 
improvements made in one section because another section 
opposed them? He said he was disgusted with the arguments 
of the opposing sugar interests, and referred to their position as 
“astounding.” ’ 

Senator Copeland then read from the hearings before the 
commerce committee, quoting testimony of Mr. Ripley, of the 
American company, in support of the bill, and also to savings 
that would be effected by the company if adequate barge line 
facilities were provided. 

Senator Bruce, who made a strong argument against the 
government being in the transportation business on the inland 
waterways, said he spoke as the mouthpiece of the great com- 
mercial bodies of Baltimore.. He said they had delegated to him 
the authority to protest against the passage of the bill as repug- 
nant to the principles of commercial equality that governed the 
different parts of the United States. He said he also spoke 
for all private transportation agencies—that he was not influ- 
enced by “trust influence”’—that he spoke for more than sugar 
interests. He said he spoke for all the business interests of 
Baltimore and for the steam railroads. He said his people had 
not the slightest objection to communities deriving all the ben- 
efit they could from natural advantages, but that they did op- 
pose injection of the federal treasury into the competitive 
business world. He referred to an “inflated bullfrog distended 
by government favor.” 

Senator Bruce said the testimony before the committee 
showed that, at the most, the barge line operations had broken 
even, and without taking into consideration interest on the capi- 
tal invested, that, he said, amounted to around $24,000,000 or 
$25,000,000 up to this time. 

“The government is doing a most unjust and indefensible 
thing in operating this line for a portion of the people at the 
expense of the region I happen to represent,” said he. 

Questioned by Senator Reed as to whether he opposed 
waterway improvements, Senator Bruce said he did not—that 
that did not interfere with the free play of competition. 

Senator Simmons called attention to the amendment looking 
to extension of the government barge service to the Boston- 
Beaufort canal and asked whether that did not meet the objec- 
tion of the senator from Maryland. 


“I am opposed to the operation of barge lines by the gov- 
ernment on any internal waterway whatsoever,” said Senator 
Bruce. 


Senator Bruce said what Maryland objected to was the use 
of the federal treasury in artificially building up the city of New 
Orleans, for example, at the expense of the people of Norfolk, 
Baltimore, Philadelphia and New York, to say nothing of Boston. 
He said what the people of Maryland said was that the govern- 
ment had no right to tip the scales of commercial competition 
in favor of New Orleans by use of money from the federal 
treasury. And now, he said, it was proposed to put $10,000,000 
more in the barge line enterprise. 


Senator Shipstead earlier urged passage of the barge line 
bill. On the preceding day, Senator Reed attempted to bring up 
the barge line bill with the argument that it would not involve 
“a particle of discussion.” Senators King, of Utah, Bruce, of 
Maryland, and Copeland, of New York, thought otherwise, how- 
ever, and the matter went over until the next day, when Sen- 
ator Reed obtained the floor while the Boulder Dam bill was the 
unfinished business and proceeded to discuss the barge line bill. 

Senator George, of Georgia, submitted a letter from H. H. 
Swift, chairman of the inland waterways committee of Columbus, 
Ga., favoring the increase in the capitalization of the barge line 
but urging that provision be made for operation of barge lines 
to Columbus. As Mr. Swift construed the bill, benefits that 
would accrue thereunder would extend only to the Mississippi 
and Warrior rivers and not to barge lines that might operate 
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on the waterway proposed to Columbus, with respect to joint 
rates and routes. 

Commenting on the action of the Senate in passing the 
barge line bill, Senator Bruce, of Maryland, said May 28 it was 
useless to oppose a bill of that character so long as the busi- 
ness interests of the counary did not organize to prevent such 
legislation being enacted. He indicated that, unless the busi- 
ness interests of the country took such action, the federal 
government would become more deeply involved in enterprises 
that should be left to private capital and initiative as time went 
on. He said the business interests of the country should 
awake to the danger confronting them. He said they should 
now organize and demand that the barge line property be sold 
to private interests. The point the senator wished to empha- 
size was that, with practically no backing from the business 
interests of the country, a single senator could not block the 
enactment of legislation such as that embodied in the barge 
line Dill. 

Conferees on the bill were appointed May 28, the House 
having refused to accept the two Senate amendments to the 
bill. It was understood that House backers of the bill had 
conferred with administration officials and had ascertained that 
the President might veto the bill if the Senate amendments 
were retained in the measure. 

Senator Reed, of Missouri, just before the bill was passed 
in the Senate, asked that the two amendments be withdrawn, 
having been advised that they might prevent final approval of 
the measure. He said he feared that if the amendments were 
retained, the bill would not get through the House at this 
session. 

Senator LaFollette, of Wisconsin, said he would rather see 
the measure fail than to see the committee amendment requir- 
ing sale of the properties of the Inland Waterways Corporation 
as a whole withdrawn. Senator Reed then asked for approval of 
the amendments and the bill and by unanimous consent the bill 
was passed. 

Congress put its final stamp of approval on the Denison 
barge line bill May 28 and the measure was prepared for trans- 
mission to the President. The bill went through conference in 
a jiffy without debate. The conference report was approved 
in the Senate and a few minutes later in the House. 

The conferees restored the language “or any unit thereof” 
in that part of the bill providing for sale or lease of the barge 
lines by the Secretary of War after conditions specified have 
been met, but added a proviso defining “unit” as follows: ‘Pro- 
vided, that, for the purpose of this paragraph, the facilities 
of the corporation on the Mississippi and its tributaries shall 
be considered one unit, and those on the Warrior and its tribu- 
taries as one unit.” 

The effect of the proviso is that the lower Mississippi serv- 
ice, from St. Louis to New Orleans, for example, cannot be 
sold separately from the entire Mississippi part of the service. 
House supporters of the bill believed this proviso would meet 
the wishes of the administration. As the bill passed the Senate, 
all the property of the Inland Waterways Corporation would 
have had to be sold in one unit. 

With respect to the amendment providing for a survey look- 
ing to the establishment of government barge service on the 
Boston-Beaufort waterway, the conferees eliminated that part 
providing that the cost of the survey should be met from funds 
that hereafter might be appropriated for the purchase of stock 
in the*Inland Waterways Corporation. 

The House conferees were Representatives Parker, Denison 
and Rayburn. The Senate conferees were Senators McNary, 
Johnson, Sackett, Fletcher and Ransdell. 


Coolidge Signs Barge Bill 


President Coolidge, on the afternoon of May 29, signed the 
Denison barge line expansion bill and it became law. Approval 
of the bill by the Chief Executive came shortly before Congress 
adjourned its long session at 5:30 p. m. of that day. Earlier in 
the day the President was represented as feeling that, although 
the bill was not exactly as he would have liked to have it 
with respect to the provisions authorizing the Secretary of War 
to sell or lease units of the Inland Waterways Corporation 
when conditions specified in the act have been met, the bill was 
the best that could be obtained in the circumstances, and that 
he probably would approve it. 

Representative Newton, of Minnesota, conferred with the 
— on the bill before the President’s position was made 

nown. 

The act authorizes an increase in the capitalization of the 
Inland Waterways Corporation from $5,000,000 to $15,000,000. 
Purchase by the government of additional stock of the corpora- 
tion, however, cannot be made until Congress appropriates 
money for that purpose. That probably will be done at the 
short session that will begin in December. The provisions of 
the bill relating to barge and rail routes and rates, however, 
become effective at once, and proceedings may be initiated 
before the Commission in that connection. 

Secretary of War Davis has announced that General Ash- 
burn, of the Inland Waterways Corporation, has been in con- 
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ference with President Sargent, of the Chicago & North West. 
ern, with reference to extension of joint rail and barge routes 
to and from points in Wisconsin, and indicated that such routes 
would be established. The Secretary said he regarded the barge 
line, cooperating with the railroads, as affording a real means 
of relief to the farmer through cheaper transportation charges, 
He said this relief had not heretofore been extended to the 
farmers of Wisconsin. He said the cooperation of the Chicago 
& North Western with the barge line would be of tremendous 
advantage to the farmers of Wisconsin. 

Referring to railroad opposition to the barge line operations, 
Secretary Davis said he could see little justification for such 
opposition because lower rates via the barge line and railroads 
a develop more business and result in benefit to the rail. 
roads. 

Senator Deneen, of Illinois, said that under the Denison 
barge line act, the program for the greatest waterway system 
within any continent would soon be executed. He said the act 
would enable the middle west to offset to some degree the 
disadvantages suffered by it on account of the Panama Canal. 
He said the act would result in cheap rates for the transporta- 
tion of coal to the great railroad centers in the Mississippi 
Valley and to the ports of the Great Lakes, and that there would 
be savings in grain rates. He said the arguments of opposing 
sugar interests, if applied, would lead to zoning of the country 
to protect such interests. 


RIVER AND HARBOR BILL 
The Trafic World Washington Burcau 


The annual river and harbor authorization bill (H. R. 14066) 
was reported to the House by the committee on rivers and 
harbors just before Congress adjourned this week. It will be 
taken up at the December session. . 

The estimated cost of the projects adopted by the bill totals 
$48,435,415.75, according to the committee report on the bill. 
In addition to the projects adopted, the bill carries authorizations 
for 166 preliminary examinations and surveys. The committee 
said it endeavored to confine these authorizations “to such lo- 
calities as were prospectively valuable.” 

The report on the bill contains 107 pages. Each project is 
discussed in detail and reasons given why commerce will be 
benefited by the proposed improvement, as set forth in letters 
of the Chief of Engineers of the Army. In the introduction to 
the report, the committee, through Chairman Dempsey, says: 


Each river and harbor bill has some distinctive feature. The 

present bill has two projects which stand out as of superlative im- 
portance. The first is the deepening of the Great Lakes channels 
which will enable the deepest draft freighters to load to capacity. 
Within a quarter of a century freighters on the Great Lakes have 
increased from a tonnage carrying capacity of 3,500 tons to a present 
capacity of 14,000 tons. The present project depth of the Great Lakes 
is 20 feet, but owing to a cycle of low water they have had only 
about 18% feet for some years until the present season. By the 
project now adopted we will secure 24 feet, a depth adequate, but 
adequate only for present needs. 
; That we should provide a depth sufficient at least for the present 
is clear when we remember that no general. deepening of the Great 
Lakes channels has been made since 1892—a period of 36 years. It 
is difficult to procure action by Congress on so large a project except 
at long intervals. 

Moreover, in adopting the 24-foot project it is to be remembered 
that the only question raised by anyone adequate to consider the 
interest of this great transportation system is whether we should 
have 23 or 24 feet; and however experts differ as to whether the pres- 
ent needs is for the one depth or the other, all agree that we must 
have the 24 feet in the near future. By securing it now we can do 
the work very much more economically than by taking two steps 
in the construction work. In fact, we can save at least $2,500,000. 
The difference between the added cost of 24 feet over 23 feet is 
$7,000,000. When we consider the savings by deepening to 24 feet 
now instead of in two steps, we can deduct $2,500,000, leaving the 
increase cost only $4,500,000. 

In this bill, too, we take the last step necessary to complete the 
vast Mississippi system by improving the Mississippi. River from 
Grafton, Ill, to St. Louis. 


The committee submitted the following table showing the 
estimated costs of the projects adopted by the bill: 


Salem Harbor, Mass., $40,000; Dorchester Bay and Neponset 
River, Mass., $162,000; Nantucket Sound, Mass., $27,000; New Haven 
Harbor, Conn., $153,000; Hudson River, N. Y., $169,000; Port Jeffer- 
son Harbor, N. Y. $99,000; Raritan Bay and Raritan River, N. J., 
$173,000; Delaware River at Camden, N. J., $311,000; Delaware Bay 
Harbor of Refuge, $287,000; Big Timber Creek, N. J., $14,000; Balti- 
more Harbor and Channels, Md., $507,640; Choptank River, Md., $6,300; 
Elk River, Md., $6,000; Smith Creek, Md., $7,500; Monroe Bay and 
Creek, Va., $15,200; Cockrells Creek, Va., $59,000; Norfolk Harbor, 
Va. (west branch of Elizabeth River), $25,500; Norfolk Harbor, Va. 
(anchorage basin), $90,000; Nansemond River, Va., $92,300; Scotts 
Creek, Va., $31,000; Edenton Harbor, N. C., $57,000; Mackay Creek, 
N. C., $1,100; Cashie River, N. C., $5,000; Knobbs Creek, N. C., $79,000; 
Roanoke River, N. C., $46,500; Harbor at Beaufort, N. C., $55,000; 
Bellhaven Harbor, N. C., $55,000; Morehead City Harbor, N. C., $35,000; 
Silver Lake Harbor, N. C., $8,500; Waccamaw River, S. C., $12,500; 
Savannah River, below Augusta, Ga., $1,305,000; St. Johns River, Fla. 
(Palatka to Lake Harney), $63,000; Charlotte Harbor, Fla., $22,500; 
Tampa Harbor, Fla., $748,000; Caloosahatchee River, Fla., $620,000; 
East Pass Chénnel, Choctawatchee Bay, Fila., $600; Mobile Harbor, 
Ala., $22,000; Gulfport Harbor, Miss., $200,000; Biloxi Harbor, Miss., 
$52,000; Chefuncte River and Bogue Falia, La., $3,000; Freeport 
Harbor, Tex., modification; Port Aransas, Tex., $395,000; Brazos 
Island Harbor, Tex., $1,000,000; Illinois and Mississippi Canal, IIl., 
$8,450.75; Illinois and Mississippi Canal, IIl., $25,235; Mississippi River, 
between Missouri River and Minneapolis, $219,690; Mississippi River, 
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, Grafton and St. Louis, $1,500,000; Kanawha River, W. Va., 
$5,603,000; Ohio River, $200,000; Tradewater River, Ky., $2,500; Green 
River’ and Bear Creek, Ky., $23,000; Menominee Harbor and River, 
Michigan and Wisconsin, $62,000; Grand Haven Harbor and Grand 
River, Mich., $75,500; Holland Harbor and Black Lake, Mich., $189,- 
000; Waukegan Harbor, Ill., $225,000; Great Lakes Connecting Chan- 
nels, $29,266,400; Saginaw River, Mich., $100,000; Fairport Harbor, O., 
$124,000; Lorain Harbor, O., $66,000; Great Sodus Bay Harbor, N. 
Y.. $20,000; St. Lawrence River, $165,000; Waddington Harbor, N. Y., 
310,000; San Diego Harbor, Calif., $128,000; San Francisco Harbor, 
Calif., $1,284,000; Richmond Harbor, Calif., modification; Suisun Bay, 
Calif., $38,000; Redwood Creek, Calif., $26,000; Petaluma Creek, Calif., 
$185,000; Humboldt Harbor and Bay, Calif., $92,000; Coos Bay, Ore., 
$125,000; Skipanon Channel, Ore., $135,000; Coquille River bar and en- 
france, Ore., $100,000; Umpqua River and entrance, $500,000; Columbia 
and lower Willamette Rivers below Vancouver, Wash., and Portland, 
Ore., $1,366,000; Puget Sound and tributaries, Wash., $125,000; Bell- 
ingham Harbor, Wash. $25,000; Chehalis River, Wash., $211,500; Port 
Alexander, Alaska, $17,000; Harbor of refuge at Seward, Alaska, 
$85,000; Ketchikan Harbor, Alaska, $272,000; Honolulu Harbor, Hawaii, 
$775,000. Total, $48,435,415.75. 


THE PULLMAN SURCHARGE 


Senator Walsh, of Montana, has had published in the Con- 
gressional Record, a letter from Senator Wheeler, of Montana, 
to officials of the United Commercial Travelers, Montana Juris- 
diction, with respect to action on the Robinson bill repealing 
the surcharge on travel in parlor and sleeping cars. 

Senator Wheeler said in the letter he had received a telegram 
from the commercial travelers’ officials urging action on the 
pill and that he had immediately taken the matter up with 
the interstate commerce committee, with the result that the 
pill was favorably reported. He said the bill had been passed 
three times by the Senate, but that it was blocked in the House 
by the “railroad lobby.” 

“TJ wish you had called my attention to it earlier so that 
I might have taken the matter up months ago for you,” said 
Senator Wheeler. “Congress is now in a deplorable tangle, as 
usual, preceding its endeavor to adjourn for the summer recess, 
but I am nevertheless hopeful that in some manner or other 
we may be successful in passing the bill through the Senate 
in time to get a vote on it in the House.” 

Senator Wheeler said the Class I railroads had reduced the 
number of employes, 1926 as against 1920, and that there was 
no further justification for the surcharge on the ground of labor 
costs. He said that that condition “portrays the insincerity 
with which the railroad lobby representatives, on the qne hand, 
seek to deny the public reductions on both passenger and 
freight rates to which it is entitled, and, on the other hand, en- 
deavor to hoodwink the splendid body of men employed on their 
lines into believing that the repeal of the war-time surcharge 
would affect their employment or their compensation.” In 
conclusion, the senator said: 





In the foregoing calculations it might seem to appear that I have 
not given thought to the interest of the stockholders and owners of the 
carriers’ securities. On the contrary, it is my profound belief, based 
on the science of economic laws as demonstrated so many times in 
nearly all branches of industry, that increased volume means reduced 
overhead and greater net profit per unit of service or per dollar of 
revenue; and I am therefore convinced in my own mind that not alone 
would the public benefit, and the shippers and railroad labor, but 
that the railroads themselves and their security holders also would 
benefit from a more scientific application of merchandising principles 
in the operating of their properties. 

In conclusion, let me say that it is a pleasure for me to be 
able to render service to the commercial travelers and to the other 
citizens of the state of Montana, and as you are undoubtedly aware 
my efforts always have been directed for and in behalf of the great 
public interest rather than in defense of those who serve the public. 
The public-service corporations seem very well able to take care of 
themselves at all times, but it is my experience that too many of our 
legislators do not give equal loyalty and service in defense of the 
public whom they are elected to represent. 


H. W. Williams, traffic manager of the Mohawk Carpet Mills, 


Inc.. Amsterdam, N. Y., has written the following letter to 
Senators Copeland and Wagner, of New York, urging them to 
oppose the bill for repeal of the Pullman surcharge: 


As you, of course, know the Senate Interstate Commerce Commit- 
tee has favorably reported the Robinson bill proposing the elimination 
of the Pullman surcharge. 

It is not my purpose here to argue for or against the Pullman 

surcharge itself, but I do wish to urge you to vigorously oppose the 
passage of the Robinson bill by the Senate for the reason that any 
attempt on the part of Congress to take unto itself and exercise the 
powers delegated by it to the Interstate Commerce Commission can- 
not but depreciate the usefulness of the Commission as an effective 
instrumentality for dealing with transportation problems, by opening 
the doors for every interest dissatisfied with any rates of common 
carriers to ask Congress for relief by special legislation; establish a 
serious and unwise departure from a long-standing and successful 
policy of governmental action in matters relating to the charges, 
rules, and practices of common carriers; and bring about general 
chaos in the transportation business itself. 
, The development and progress of the commercial and industrial 
interests, and the welfare, happiness and prosperity of the people, 
of our great country are so dependent upon adequate transportation 
facilities at just and reasonable rates as to make it imperative that 
governmental interference shall be along strictly safe and construc- 
tive lines and not biased by political considerations of any kind, all 
of which can be fully attained only by leaving the responsibility of 
deciding questions involving the reasonableness or unreasonableness 
of any particular charge, rule or regulation of a common carrier with 
such a body as the Interstate Commerce Commission composed of 
men eminently qualified by years’ of experience and training to 
deal fairly, justly, impartially and intelligently with all questions 
relating to transportation charges of every character whatsoever. 
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HIGHER PULLMAN SURCHARGE 


Editor The Traffic World: 

Your editorial in the issue of May 19 makes it clear that 
due observance of the terms of the Hoch-Smith resolution would 
entail a shrinkage of freight revenues, which in somewise ought 
to be made up to the railroads as a matter of right and of the 
spirit of the transportation act. 

It happened that a copy of the “Nation’s Business” for 
April, 1924, was lying on my desk as the reading of your inter- 
esting article was finished, and I turned to a contribution by 
Mr. Bevington, then chairman of the passenger association. In 
it he stated that the railroads were operating 7,500 Pullman 
cars to carry passengers that might be transported in 5,893 
coaches, with normal first-class accommodations. The article 
states the average weight of each type of car, and from these 
data a simple calculation indicates that for each 100 tons normal 
weight, the railroads move an excess weight of 89 tons when 
they haul Pullman cars in lieu of coaehes for the accommodation 
of the same volume of traffic. Switching through sleepers at 
junctions, and maintaining yards for cars “spotted,” entail sub- 
stantial expense for the railroads. It seems safe to conclude, 
therefore, that transporting a passenger in sleeper or parlor 
car costs the railroad twice as much as transporting a coach 
passenger. 

For this preferred service, railroads collect, in the sur- 
charge, one-half the amount of the Pullman fare, or, stated dif- 
ferently, 7 to 10 per cent of the regular railroad fare. 

Mr. Bevington, thus having shown Pullman patrons that 
they are buying double service and very special privileges for 
an 18 per cent advance over ordinary fares, rested his case. 

But, to any reader who will make a logical application of 
Mr. Bevington’s facts and figures, in the light of the common 
business principles to which so rightly you appeal in your edi- 
torial, it will at once become apparent that the surcharge might 
better be 100 per cent of the ordinary fare than the scant 10 
per cent, which now it is. 

Further, that procuring official action to grant the railroads 
an increase of the surcharge equal to any designated portion of 
the spread between 10 per cent and 100 per cent of the statu- 
tory passenger fare, would yield the additional revenue which 
is sought; it would derive from a source whence very honestly 
it seems to be due; and with a minimum hazard of losing busi- 
ness for the railroads as a consequence of the increase in rates. 

Indianapolis, Ind., May 26, 1928. Gardner Wilson. 


VACANCY ON COMMISSION 


The Trafic World Washington Bureau 


The Senate interstate commerce committee, May 28, ordered 
a favorable report on the nomination of P. J. Farrell to be a 
member of the Commission. The vote was unanimous. Pre- 
ceding the vote, the committee examined Mr. Farrell in execu- 
tive session. Senator Watson, chairman of the committee, after 
announcing the action taken, said he had doubt as to whether 
the Senate would confirm the nomination because he understood 
objection would be made on the floor of the Senate. He said 
Mr. Farrell’s answers to questions put to him were so sane 
that he overlooked the fact that Mr. Farrell was a Democrat. 
He said he thought the appointee would make an excellent 
member of the Commission. The members of the committee 
present at the examination of Mr. Farrell were Watson, Couzens, 
Dill, Sackett, Metcalf, Pine and Smith. Senator Dale, of Ver- 
mont, appeared with Mr. Farrell. 

Congress, however, adjourned May 29 without the Senate 
having acted on the nomination. 

The nomination was favorably reported to the Senate in 
executive session May 29 by Senator Watson, chairman of the 
interstate commerce committee, but objection was made to con- 
sideration at that time on the ground that, under the rules, the 
nomination would have to lay over for one day. The Congress 
having adjourned late the same day, no action could be taken 
on the nomination unless unanimous consent were obtained. 

Senator Watson, after the action in the Senate, said he had 
advised President Coolidge to withdraw the nomination before 
the Senate adjourned so that a recess appointment might be 
given to Mr. Farrell. The senator said that with the nomina- 
tion pending on the Senate calendar, a recess appointment 
could not be given to him. The President, however, did not 
withdraw the nomination before the Senate adjourned. 

The recess appointment under which Commissioner Esch 
has been serving on the Commission since last January expired 
with the adjournment of the Senate. 

It was stated May 31 that, as soon as the President had 
been notified that the Senate had not acted on the nomination 
of Mr. Farrell, he would be free to make a recess appointment 
to fill the vacancy created on the Commission by the expiration 
of the recess appointment of Mr. Esch. 

Although Senator Watson said the President could not give 
Mr. Farrell a recess appointment unless the nomination were 
withdrawn before the Senate adjourned May 29, the belief was 
held in other quarters that the President could appoint eithér 
Mr. Farrell or someone else. 
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CONSTRUCTIVE DELIVERY STATIONS 
The Traffic World New York Bureau 


The plan of the railroads to abolish constructive delivery 
stations is due not so much to the cost of this system as to 
the fear that it will lead ultimately to store door delivery, ac- 
cording to evidence brought out at the hearing of the Interstate 
Commerce Commission on this subject in New York. Witnesses 
for the railroads admitted that the constructive delivery station 
rate has an attractive low level at present. The intention of 
the railroads to abolish these stations was attacked by counsel 
for the Port of New York Authority, who attempted to show 
that the decision of the railroads had been made without any 
comparative analysis of the costs of operating the pier stations, 
inland stations and constructive delivery statnons. 

This was admitted by H. A. Hamilton, vice-president of the 
Jersey Central Railroad, under questions from Julius Henry 
Cohen and Wilbur La Roe, counsel for the Port Authority. The 
Commission said it would announce later whether witnesses 
would be ordered to produce data that the Port Authority re- 
quested on this point. 

The Port Authority made another drive against the prac- 
tice of permitting irresponsible loaders to invade pier stations 
and, by coeercion, compel shippers to employ them to load their 
merchandise for them on or off trucks. The witnesses contented 
themselvés by replying that the only thing about it that they 
knew was the fact that the men were there; how they came 
there they did not know. 

J. H. Condon, general traffic manager of the Erie, said the 
railroads were afraid that, if they put the loaders off their 
premises, there would be a strike and tie-up and that probably 
it would ultimately lead to a sympathetic strike of longshoremen 
and a holdup of freight handling in the port. The consequence 
would be serious to the commerce of the port, it was said. 

From Mr. Condon it was brought out by W. H. Chandler 
that the Erie was spending over $1,000,000 on improvements 
at Pier 21, with an increase of space and facilities for handling 
freight, irrespective of the admission that the rate at the con- 
structive delivery stations was an “attractive one” and that the 
company would have to pay 75 cents to 90 cents for labor, would 
have to pay interest on its $1,000,000 and admitted having lost 
some of its fruit handling business and was not sure of getting 
it back, whereas if it lost all its business at the constructive 
stations it would have had no money invested there. 

It was developed that what the Erie proposed to do in abol- 
ishing constructive delivery was to divert all its business to 
pier stations, or to go back to former methods. Mr. Condon 
said the company would gain by this plan. 

Mr. Cohen told the Commission that the Port Authority 
was expecting that the Commission would not only investigate 
constructive delivery, but give the opportunity to present all 
evidence in connection with the handling of freight service 
through this port. 

“An absolute reorganization of freight handling in this port 
is imperative,’ said Mr.- Cohen. 

R. A. P. Walker, representing the Bush Terminal Buildings 
Co., pressed the point, which Mr. Hamilton, of the Jersey Cen- 
tral admitted, that the railroad had technically violated its tariff 
with regard to trucking in lieu of lighterage whereby the rail- 
road makes actual delivery of freight to consignee beyond the 
100-foot stringpiece that the law calls for. He admitted that 
the company had not been complying with this rule. 


Earl B. Barnes, attorney for the Merchants’ Trucking Bu- 
reau, said his bureau was entirely in sympathy with the position 
of the Jersey Central in desiring to discontinue constructive 
station operation. Mr. Barnes suggested, through a question 
to Mr. Hamilton, that the reason consignees were protesting 
against the abolition of the constructive station delivery so 
vigorously was that they were receiving cut trucking rates. 

Mr. Hamilton conceded under questioning that he had been 
trying to divert traffic from the constructive delivery stations to 
the pier stations and in a letter had so instructed truckmen 
to do this. He said he had found out that the constructive 
delivery was not turning out to their liking a month after 
installation. 

He said they had 30 per cent more capacity on their piers 
than they had business. At Pier 46 it was said that the lease 
expired and the railroad could not keep it any longer. There 
was a saving of $40,000 a year by giving up this pier. 

Mr. La Roe then made formal application to the Commis- 
sion for the railroad to be required to funish the cost of switch- 
ing cars to floats, cost of bridging floats, cost of overheads at 
pier stations. Counsel for the railroad protested. Mr. La Roe said 
it was misleading and not fair to pick out one little item—the 
cost of labor. The Commission will render a decision later. 


“We are entitled to know on what cost the railroads based 
their demands for the abolition of these constructive stations,” 
insisted Mr. Cohen. 


Mr. Condon told how the Erie was increasing its floor space 
at Pier 21 by making an area of 272,981 square feet. It will be 
ready for use on July 15. Fifty-five per cent of fruit tonnage 
is handled in four summer months, he said. The company pro- 
poses to substitute lighterage instead of trucking and he said 
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that, with its present marine equipment, it would be fully pre. 
pared to do so and would be able to take care of all the freight 
it could get if the constructive delivery were abolished. The 
only difference, he said, would be that the cars would move on 
floats at Jersey City instead of on truck. 

Mr. Condon admitted that the company had lost’ some of 
its fruit handling, but it hoped to get back some of the busi- 
ness. He said his company had made no comparisons of cost of 
overheads between pier stations and constructive delivery. 

The witness said he had recommended that constructive 
delivery be abandoned, although the service had been faithfully 
performed by the truckmen, and he had no information of im- 
proper practices. He believed constructive delivery was more 
economical than pier station operation. 

Testimony of A. C. McIntyre, freight traffic manager of the 
Lehigh Valley, and Charles F. McTague, assistant freight traffic 
manager of the Lackawanna, showed that these two carriers 
also desire to abandon this system of freight delivery. Wit- 
nesses for the Pennsylvania, Jersey Central, and Erie had tes- 
tified previously to their wish to adopt the same policy, but 
they disagreed on substitute methods. 

Mr. McTague said the Lackawanna had ample facilities for 
handling freight on its pier heads now, but admitted, if traific 
increased, larger accommodations could be provided only by 
evicting steamship tenants of the piers. It was his belief that 
shippers were not satisfied with the constructive delivery station 
plan. 

Mr. McTague confirmed reports that the Lackawanna 
planned to increase the facilities of the yard near the New 
Jersey outlet of the Holland Vehicular Tunnel, which, he said, 
pencs expedite delivery of freight to and from trucks using the 
tunnel. 


MANUFACTURERS OFFER PLATFORM 


The National Association of Manufacturers has adopted a 
platform of American industry to be presented to both the Demo- 
cratic and Republican conventions. This platform consists of 
sixteen planks on major subjects that affect the industry of the 
country. 

“It was shaped by Republicans, Democrats and Independ- 
ents,” says the association in its statement. “It will be pre- 
sented to the major political parties merely as fundamental 
ideas which industry, large and small, believes should be guiding 
policies for any national administration.” 

The plank on transportation, which covers railroads, high- 
ways, waterways and commercial aviation, follows: 


The public has a paramount interest in adequate and uninter- 
rupted transportation efficiently performed at reasonable rates. It 
is essential that the policy of governmental regulation of our rail- 
roads should recognize these principles and foster and preserve in 
full vigor all useful transportation agencies. 

The public interest requires that the functions of transportation 
agencies, such as railroads, motor vehicles on the highways, carriers 
by water, and airplanes be, as far as possible, coordinated and made 
supplementary to one another and that unnecessary and destruc- 
tive competition between them be avoided. 

The public’s right to the selection of the agency of transportation 
which it finds most useful for a particular service should be protected, 
but in cases where there is competition, the terms of competition, 
so far as influenced by public authority, should be fair and nothing 
done which will impair or destroy existing agencies essential to the 
commerce of the people. No special privilege or special protection 
should be granted to any private interest but our public policy should 
be to improve transportation, not impair or destroy it. 

If the railroads are to furnish efficient service, it is necessary 
that they be permitted to earn an adequate return on invested capital 
in order that their facilities may be fully maintained and provision 
made for future development to meet the requirements of the coun- 
try’s expanding commerce. 

Railroad regulation requires that the power of the Interstate Com- 
merce Commission dominate all forms of local regulation. The mem- 
bership of the Commission should represent a national viewpoint and 
obligation and be free from sectional, class or group interest in ap- 
pointment. In its performance of its semi-judicial functions of rate 
making and adjustment the Commission, like our courts, should be 
protected from political pressure from any source. 

We favor continued cooperation of the Federal government with 
the state governments, including adequate financial participation, 
in the development of a national system of highways suitable for 
the needs of traffic. 

We advocate the development of waterways where their economic 
expediency can be clearly demonstrated. We strongly oppose the 
government continuing to operate freight-carrying facilities on these 
waterways, except for, the purpose of showing that such service could 
be operated successfully under private ownership. In such experiments 
we regard it as essential that, in order fairly to determine the eco- 
nomic worth of such waterway services, the same rate supervision 
and accounting methods be used in determining the cost of govern- 
ment operated transportation agencies as is in effect under private 
operation. 

We advocate continued development by the government of com- 
mercial aeronautics; expansion of the air mail service under the 
Contract Air Mail Act of 1925 and 1926; marking and lighting air- 
ways; and safeguarding flights by effective inspection and licensing 
under the Air Commerce Act of 1926. 

We also favor such international air navigation agreements as 
will facilitate and safeguard international flights. 


FOURTH SECTION BILL “OVER” 


On objection of Senator Fess, of Ohio, the Gooding long- 
and-short-haul bill (S. 1263) was passed over in the Senate on 
the last day of the session, when bills were being considered 
under the unanimous consent rule. The bill retains its place 
on the Senate calendar and may be brought up at the next 
session. 







a 8 4 of 


ae a 





B= 


th 


ro es 


June 2, 1928 


- 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 

(Kansas City Court of Appeals, Missouri.) Notices sent 
consignee by carrier before shipment reached point of delivery 
held not “notice of arrival,’ which, under terms of bill of lading, 
would start 48-hour period after which carrier’s liability as such 
ceased, since such notices were notices of prospective arrival 
rather than actual arrival, and statement therein that property 
was ready for delivery was false——Hoyland Flour Mills vs. Mis- 
souri Pacific R. Co. et al., 5 S. W. Rep. (2d) 125. 

Appellate courts do not ordinarily interfere with discretion 
of trial court in granting new trial on ground that verdict is 
against weight of evidence.—Ibid. 

Where it is shown that no verdict would be allowed to 
stand in favor of party to whom new trial was granted on 
ground that verdict was against weight of evidence, appellate 
court will interfere with trial court’s discretion and reverse 
order granting new trial.—Ibid. 

In action for carrier’s failure to deliver shipments of flour, 
in which question arose whether notices of arrival were sent 
after arrival at point of delivery, it was competent to show 
that, under bills of lading in which destination was New York 
City for export, practice and custom was to deliver shipments 
at certain docks.—Ibid. 

Where case involves interstate shipment, but no federal 
cases in point are cited, state court is at liberty to come to its 
own conclusion as to federal law involved.—Ibid. 

Carrier’s notice of arrival of shipment at C, cannot be 
treated as notice of arrival at point of delivery required by bill 
of lading on account of custom of not giving notice of arrival 
at latter point, since it is not permissible to vary requirements 
of written contract by custom.—lIbid. 

In action for carrier’s failure to deliver shipment of flour, 
carrier, after answering on theory of compliance with bill of 
lading in reference to giving of notice of arrival, cannot con- 
tend that plaintiff waived such notice, since such waiver must 
be pleaded.—Ibid. 

In action against carrier for failure to deliver shipment of 
flour, trial court’s action in permitting plaintiff to base damages 
on value at shipping point instead of destination, if error, held 
harmless, where value at destination was greater than value at 
shipping point plus freight.—Ibid. 


2, 
+ 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Ohio.) The granting of a certificate of 

convenience and necessity to a motor transportation company 
whose operation manifestly must result in the crippling or 
destruction of an existing public transportation utility which is 
rendering more nearly adequate public transportation service 
than a motor transportation company can tender does not serve 
the public convenience and necessity. The granting of such 
a certificate is unreasonable and unlawful.—Stark Electric R. 
Co. vs. Public Utilities Commission of Ohio et al., 161 N. E. 
Rep. 208. 
Where an existing public utility transportation company, 
other than a motor transportation company, is under the juris- 
diction of the Public Utilities Commission of Ohio and is able 
and willing to increase its transportation facilities and to make 
same adequate, and the granting of a certificate of convenience 
and necessity to a motor transportation company to operate a 
competing service will cripple or destroy such existing trans- 
portation service, it is the duty of the Public Utilities Commis- 
sion to afford such public utility transportation company, other 
than a motor transportation company, an opportunity to make 
its service adequate before granting a certificate of convenience 
and necessity to a motor transportation company to render 
competing service.—Ibid. 

(Supreme Court of California.) Ordinance 1857, sec. 19, 
of City and County of San Francisco, forbidding any person to 
park vehicle at intersection so as to obstruct passage of pedes- 
trian at crossings, held valid as not conflicting with California 
vehicle act, sections 130, 131 (St. 1923, pp. 558, 560), such sec- 
tions not relating to matter of leaving vehicles standing at 
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street intersections; hence, ordinance was properly admitted in 
action for damages for death proximately resulting from viola- 
tion of such ordinance.—Winsky vs. De Mandel et al., 266 Pac. 
Rep. 534. 

Truck driver, parking truck at intersection so as to obstruct 
pedestrian travel, in violation of Ordinance 1857, sec. 19 of City 
and County of San Francisco, and his employer, held guilty of 
negligence as respected death of child at intersection proxi- 
mately resulting from parking vehicle in violation of ordinance. 
—Ibid. 

(District Court of Appeal, Second District, Division 1, Cali- 
fornia.) For purpose of passing title to automobile to an inno- 
cent purchaser for value, seller may indorse certificate of 
registration in the manner in which is was issued to him, such 
indorsement being sufficient—-W. P. Herbert Co. vs. Powell et 
al., 266 Pac. Rep. 620. 

Transaction by which buyer of automobile to whom cer- 
tificate of registration was issued turned it over to third party, 
contemplating payment at some future time, and delivered reg- 
istration certificate, constituted some evidence of authorization 
to the third party to indorse the certificate of registration in 
case of reregistration of the automobile under Civ. Code, sec. 
1052.—Ibid. 

It is well settled that commission of crime cannot be pre- 
sumed, under Code Civ. Proc., sec. 1963, subd. 1.—Ibid. 

Where buyer of automobile delivered car and registration 
certificate to another to help him out, contemplating future 
payment for the car, it was not presumed that the third person 
acted without authority in indorsing transferer’s name on cer- 
tificate on resale of automobile and reregistration, under Code 
Civ. Proc., sec. 1963, subd. 1, and in view of Civ. Code, sec. 1052, 
permitting transfer without writing unless writing is expressly 
required, since commission of crime will not be presumed.—Ibid. 

Fact that person from whom plaintiff purchased automobile 
represented himself as N. E. Whittemore and produced cer- 
tificate of registration showing that W. E. Whittemore was 
registered owner did not prevent purchaser occupying position 
of bona fide purchaser as against original conditional seller of 
car under Civ. Code, sec. 19, where diligent inquiry would not 
have disclosed any claim of the conditional seller, but would 
have merely shown that the owner’s name was incorrectly stated 
in the certificate.—lIbid. 

Conditional seller of car by indorsing certificate of registra- 
tion and delivering it to buyer and permitting him to have a 
new certificate of registration issued in his own name in which 
he appeared to be the legal and equitable owner of the auto- 
mobile is estopped to claim title under motor vehicle act (St. 
ery p. 641), as against any bona fide purchaser from buyer.— 

d. 

Fact that mistake was made in one of initials of buyer’s 
name in reissuing certificate of registration to him did not re- 
lieve conditional seller from result of its negligence in permit- 
ting buyer to take out new certificate in which he appeared 
to have both legal and equitable title —Ibid. 


Transaction by which buyer in whose name automobile was 
registered delivered the registration certificate and the auto- 
mobile to another, contemplating future payment, held not to 
constitute legal transfer of ownership of automobile under Civil 
Code, sec. 1052, since motor vehicle act (St. 1919, p. 191) 
requires signing of statement of the transfer as condition to re- 
registering car in transferee’s name and makes intended transfer 
incomplete before transferee’s receipt of certificate.—Ibid. 

Provision of motor vehicle act (St. 1919, p. 191), relative to 
requirement of written contract for transfer of car, impliedly 
becomes part and parcel of agreement for sale, since without 
compliance with statutory requirement no delivery of automobile 
could legally be made.—Ibid. 


Alleged oral or implied authorization to agent to whom auto- 
mobile and registration certificate were delivered held insuffi- 
cient to permit agent’s use of principal’s name in selling car 
and executing statement of transfer under Civ. Code, sec. 1052, 
and motor vehicle act (St. 1919, p. 191), since contract for trans- 
fer of title to automobile is required by law to be in writing, 
and authority to enter into it must therefore be given by instru- 
ment in writing under Civ. Code, sec. 2309.—Ibid. 

(District Court, E. D., South Carolina.) Under interstate 
commerce act, sec. 6 (7), as amended (49 USCA, sec. 6 (7); 
Comp. St., sec. 8569 (7)), in an action by a railroad company 
to recover freight charges on interstate shipments, defendant 
cannot set up in defense a counterclaim for damage to goods 
in shipment.—Pennsylvania R. Co. vs. South Carolina Produce 
Assn., 25 Fed. Rep. (2d) 315. 

(Supreme Court of Arkansas.) One renting or hiring to 
individuals who applied therefor, automobiles to be operated by 
hirer at his own risk and discretion was neither a private nor 
public carrier of passengers, and was not engaged in business 
of using motor vehicles for transportation of passengers for hire 
within meaning of Acts Sp. Sess. 1923, pp. 55, 59, sec. 36 (d), 
(m), (n), requiring payment of tax in addition to registration 
fees.—State vs. Dabney, 5 S. W. Rep. (2d) 304. 

(Court of Civil Appeals of Texas, Eastland.) Where bailee 
of automobile exercised option to purchase and acquired title 
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from bailor, subsequent purchaser from. bailor acquired no title 
or interest in automobile and was not personally liable for 
storage bill incurred by such bailee.—Wilson vs. Auer, 5 S. W. 
Rep. (2d) 160. 

(Court of Civil Appeals of Texas.) A corporation which 
has purchased or holds lands for a purpose other than permitted 
by law acquires title which is good and binding 4s to all the 
world, except the state, and the state alone can question its 
title, hence lessee of land from railroad could not question rail- 
road’s title to land on theory that land was not owned or held 
for railroad purposes, under Rev. St. 1925, arts. 1359, 1360, 1364, 
6341-6343.—-Atlas Petroleum Corporation vs. Galveston, H. & S. 
A. Ry. Co., 5 S. W. Rep. (2d) 215. 

Lessee of land from railroad was estopped to deny lessor’s 
title where facts alleged by it as to land being public domain 
and that lessor was not the owner thereof were not made to 
appear, and in absence of showing that lessee’s possession was 
in any way connected with a superior outstanding title—Ibid. 





Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 


Shipping Decisions 





(Circuit Court of Appeals, Fifth Circuit.) Where logs were 
brought to ship’s side pursuant to master’s request, and were 
receipted for by master without any question as to time or man- 
ner of delivery and without suggestion that delivery of any logs 
be delayed, accepted delivery thereof had the effect of putting 
such logs at ship’s risk pending loading.—The Olga S, 25 Fed. 
Rep. (2d) 229. 

Evidence held to sustain finding that loss of mahogany logs 
delivered in rafts at ship’s side for loading pursuant to contract 
of affreightment resulted from fault or negligence chargeable 
against ship and not a result of a peril of the sea or negligence 
of shipper in rafting logs.—lIbid. 

Where master of ship accepted delivery of mahogany logs 
brought to ship’s side for loading under contract of affreight- 
ment, carrier had burden of proving that loss of logs thereafter 
was due to a peril of the sea or other cause for which ship was 
not responsible.—Ibid. 

In case fault or negligence of ship contributed to loss of 
mahogany logs, delivered at ship’s side for loading after accepted 
delivery, thereof ship was liable for such loss, even though a 
peril of the sea was a contributing cause thereof.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) Bill of lading 
issued and accepted subsequent to oral contract and at time 
when goods still remained within recall for carriage of goods 
from Newark to Havana constituted the only contract between 
parties, and took place of prior oral contract as final memorial 
of parties’ obligation——Transmarine Corporation vs. Levitt, 25 
Fed. Rep. (2d) 275. 

In determining reasonable dispatch of goods under bill of 
lading issued subsequent to oral agreement for carriage, state- 
ments made by carrier at time oral contract was made held 
competent proof by way of admission as to facts existing in 
port of delivery, and as to carrier’s facilities for forwarding 
goods, since issuance of bill of lading did not exonerate carrier 
from reasonable dispatch.—Ibid. 


Buyer consignee, after title to goods had passed by delivery 
to carrier, has right of action against carrier for breach of 
contract, since after title passes seller has nothing to do but 
collect contract price when it became due.—Ibid. 

While contract of sale of goods remains in existence after 
delivery of goods to carrier for shipment, buyer consignee alone 
has right of action against carrier, since seller cannot prove 
damages for breach of contract of carriage while contract of 
sale is still outstanding.—Ibid. 

After buyer’s rejection of goods because of delay in ship- 


ment, seller has right of action for damages against carrier for © 


breach of contract of carriage.—lIbid. 

Seller’s indemnity agreement at time of taking possession of 
goods after carrier’s failure to ship with reasonable dispatch, 
whereby he agreed to indemnify carrier only against claims 
made for merchandise, held limited to claims arising from the 
surrender thereof, and did not release carrier from breach of 
contract of carriage then existing.—Ibid. 

Seller’s agreement at time carrier repaid freight on articles 
which it had failed to ship with reasonable dispatch to indem- 
nify carrier against any claim which should be made on account 
of return of such moneys held not to operate so as to release 
carrier from liability for breach of contract of carriage then 
existing.—Ibid. 

Where carrier had no alternative rates, limitation in bills of 
lading as to value of goods held ineffective as bearing on lia- 
bility for breach of contract of carriage.—lIbid. 

Variance between pleading and proof is not ipso facto 
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ground for dismissal within New York civil practice act, sec. 
434, to effect that a fatal variance occurs only in case allegation 
is not proved in its entire scope and meaning.—Ibid. 

Point relative to variance between pleading and proof is 
not well taken, in absence of motion to dismiss complain€ at 
close of the whole case.—Ibid. 

Proper measure of damages for delay in carriage of goods 
is difference in market value of goods when they should have 
been delivered with reasonable dispatch and when in fact they 
were.—Ibid. 

In determining question relative to whether goods were 
transported with reasonable dispatch, crowded condition of har- 
bor, making dispatch of goods difficult, constituted question of 
fact relative to how much delivery should have been delayed 
thereby.—Ibid. 

In action for damages resulting from failure to transport 
goods with reasonable dispatch, testimony of communications to 
carrier by its agents as to conditions at port of delivery held 
properly excluded, since carrier was charged with knowledge of 
its agents, regardless of their statements.—Ibid. 

Shipper suing for damages because of carrier’s failure to 
transport goods with reasonable dispatch has burden of proving 
loss resulting, and any doubt must be resolved against him.— 
Ibid. 

In action to recover damages for carrier’s failure to trans- 
port goods with reasonable dispatch, trial court, in exercise of 
sound discretion, properly allowed interest from date damages 
were certainly calculable by resort to available basis of estimate. 
—Ibid. 


HOCH-SMITH CHALLENGE CASE 


The Supreme Court of the United States May 28 denied the 
motion of the railroads for a stay of the order of the Com- 
mission reducing the rates on deciduous fruits, other than apples, 
from California to the east, pending appeal from the decision 
of the California court upholding the order. This is the so-called 
Hoch-Smith challenge case. (See Traffic World, May 26, p. 
1302.) 


STATE TAX ON RAILROAD STOCK 


The Supreme Court of the United States, on May 28, in 
No. 933, Chicago & Eastern Illinois vs. Louis L. Emmerson, as 
secretary of state of Illinois, denied a petition for a writ of 
certiorari to bring up for review the decision of the Supreme 
Court of Illinois upholding the imposition of a tax of one- 
twentieth of one per cent upon additional stock issued when 
the petitioner was reorganized. 


O’FALLON RECAPTURE CASE 


The Supreme Court of the United States, May 28, granted 
the motion of the government to advance the O’Fallon recapture 
case. It set the case for argument Monday, October 1, 1928, 
after the cases heretobefore assigned for consideration on that 
day. 





TAXICAB TAX CASE 


The Supreme Court of the United States, May 28, in an 
opinion by Associate Justice Butler in No. 139, Quaker City 
Cab Co. vs. Commonwealth of Pennsylvania, reversed the Su- 
preme Court of Pennsylvania on the ground that a tax imposed 
on the gross receipts of the taxicab company was unconstitu- 
tional. The gross receipts of the company were taxed under 
a state law providing for a tax on transportation companies 
doing business in Pennsylvania. The highest court, pointing 
out that the tax was not imposed on natural persons or partner- 
ships engaged in the taxicab business, said that imposition of 
the tax on the Quaker company violated the equal protection 
clause of the fourteenth amendment of the Constitution. Jus- 
tices Brandeis, Holmes and Stone dissented. 


PERSONAL INJURY CASES 

In No. 131, A. W. Mellon, as Director General, petitioner, 
vs. Edward Goodyear, administrator of the estate of Lewis 
Goodyear, deceased, the Supreme Court of the United States, 
May 28, in an opinion by Associate Justice McReynolds, re- 
versed the Supreme Court of Kansas. Lewis Goodyear was a 
railroad employe in the period of federal control. He was in- 
jured at Belleville, Kan., July 31, 1919. He settled with the 
Director General and signed a release. Later he died. Suit 
was then brought for damages for his death. The highest court 
held that the release signed by Lewis relieved the Director 
General from further liability. The estate had obtained a 
judgment against the Director General in the lower courts. 

In No. 946, Michigan Central vs. George E. Mix et al., a 
personal injury case, a petition for a writ of certiorari to the 
Supreme Court of Missouri was granted. In No. 934, New York, 
Susquehanna & Western vs. James Hendershot, a personal in- 
jury case, a petition for a writ of certiorari to the New Jersey 
Court of Errors and Appeals was denied. 
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“THE DERBY” is one of the fleet of 61 
named Pennsylvania freight trains that have 

in set remarkable records for regularity and de- 

as pendability of on time arrival 

of 

ne . 

: WEAT Cl 

en 

EATHER Clear... 

/ Here are three other Pennsyl- 
ed eee R ACK ast PY vania freight trains whose reg- 
8, ular on time arrivals have 
at ; earned them distinctive names: 

OWN in the “Blue Grass” region of and points West to Indianapolis and it . a 
Kentucky where the historic Ken- Louisville almost every day is “Derby THE THOROUGHBRED 

tucky Derby overshadows all other Day.” For “The Derby” runs daily ex- ‘ hive push . 
“ events—there are no sweeter words than cept Sunday—leaving Chicago in the er Ki Hg weg on 
“4 “Weather Clear! Track Fast!” Forthat evening at a regular hour. erence nae 
ed magical phrase means the ring of sharp Through Logansport, and Frankfort ‘THE PACKER” 
ond hoofs on hard dirt, a thunderous finish] ,; “The Derb 9 licks off a Perishable Freight 
and a warranted anticipation of excel- pn “pellet AO pics it gene Chicago to Seaboard Cities 
es : ; P excel- miles to Indianapolis and Louisville. At 
ng lent running time. It means the Derby Dolton, Illinois and Logansport, In- ‘THE YANKEE” 
ot at its best! diana, it picks up cars for the Indianap- Perishable—Merchandise 
on And there is ““The Derby” of the rails olis and Louisville territories and other New England to Chicago 
os —a high-spirited freight train. On its destinations routing through these points. 

runs to the Louisville Gateway it makes * * P 

as good time as if it were always blessed i, stock, perishables and general mer- 
” with clear weather. hand; Sey eet dabl 
rh . ‘ , chandise are carried by this dependable written. Having set a high standard 
: The track itself is fast—and rain, fog,- freight train. And shippers of these car- of 1l h : d 
8, ‘ : of excellence the train crews and men 
* hail and the like hold no terrors for a goes have found “The Derby” a thor- at all points along the way take 

: - : . ; ‘ 

a train of “The Derby’s” calibre. In all oughly reliable and efficient carrier of articular cote ta ebb Chae it to 
n- weathers—this dependable freight brings these products ie i i i 
1e ia ti fel P tained. To their efforts is due in great 
it a —— _— ; After ““The Derby's” name a long rec- _ part the enviable reputation for on time 
“ For shippers of goods from Chicago _ ord of regular on schedule performance is arrival that “The Derby” enjoys. 
. 
a 
1e 
n- 
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Carries more passengers, hauls more freight than any other railroad in America 
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ICING CHARGES INDICTMENT 


The federal court for the western district of Pennsylvania, 
in an opinion written by Judge Thomson, has quashed the 
indictment against the Fruit Growers’ Express Company, al- 
leging violation of section 20 (7) and section 10 (1) of the 
interstate commerce act and section 332 of the criminal code 
in that it made false reports as to the amounts of ice it placed 
in cars containing fruits and vegetables transported by the 
Pennsylvania to Pittsburgh. The indictment was in seventy- 
five counts. 

Appeal has been taken to the Supreme Court of the United 
States under the statute that permits the United States, in 
criminal cases, to take appeals for the determination of the 
law questions involved even if the defendant has been placed 
in jeopardy and may not again be placed on trial for that 
offense. In this case no question of jeopardy has been raised. 

Freight bills were rendered to shippers by the Pennsyl- 
vania in which the charges for icing and re-icing, as the case 
might be, were based upon reports furnished by the express 
company. Those reports were alleged to have been false and 
that such falsity constituted violation of the parts of the 
statutes mentioned. 

In the first fifty counts the indictment charged that the 
defendant unlawfully or wilfully made and caused to be made 
a false entry in a record kept by a common carrier, each count 
specifying an alleged offense, that is to say, in a freight bill 
rendered to the shipper or consignee. In ten counts it was 
alleged that the Fruit Growers’ Express Company made false 
entries in the freight bills through and by means of rendering 
false reports to the railroad company. In the other fifteen 
counts it was alleged that the railroad company made false 
bills by relying on the reports received by it from the express 
company and that thereby the express company aided, abetted 
and procured the making of the false entries in the freight 
bills by and through the false reports, knowing that the rail- 
road company relied upon it. 

The court said there was no allegation that the defendant 
was a common carrier and that the interstate commerce act 
upon which the indictment was founded applied only to com- 
mon carriers. 


Further, it said, that a non-carrier corporation, acting as 
an individual contractor, as the express company did in these 
transactions, was not chargeable with a criminal offense under 
the interstate commerce act, for furnishing to a common.carrier 
false data from which the carrier’s accounts were kept, with- 
out averment and proof of collusion between the common car- 
rier and the non-carrier corporation with respect thereto. Judge 
Thomson said the data furnished to the railroad company, 
from which it was to perform its legal obligation, could not 
be construed as a common carrier record. He said the Com- 
mission had no power over such records, the methods under 
which they were kept, or over the defendant itself. He said 
that while the first fifty counts charged that the defendant 
made false entries in the records kept by a common carrier, 
the averments of fact affirmatively showed that the false 
records were made in the records kept, “that is, made up by 
the refendant.” 

The Commission’s division of inquiry, which furnished the 
facts upon which the indictment .was returned, regards the 
quashing of the indictment as an extremely important matter, 
hence it made great speed to take an appeal. It is pointed 
out that if the law is as Judge Thomson says it is, then shippers 
may make false statements in shipping orders, the foundation 
paper upon which are based all the transactions between ship- 
per and carrier, and the latter may destroy all letters and 
telegrams received by it without incurring any penalty what- 
ever. Their thought is, that if Judge Thomson stated the law 
correctly, it will be necessary for Congress to enact much 
legislation to make the law what the Commission and the 
railroads for years have thought it was. 


STATE CONSTRUCTION BILL 


Senator Watson, chairman of the Senate interstate com- 
merce committee, for Senator Mayfield, of Texas, has submitted 
the following report to the Senate in support of S. 2309: 


_. The committee on interstate commerce, to which was referred the 
bill (S. 2309) to amend the interstate commerce act in respect of 
certificates of public convenience and necessity, reports the same to 
the  eommees with the recommendation that it pass without amend- 
ment. 

The bill provides that paragraph 22 of section 1 of the interstate 
commerce act, as amended, is amended by adding at the end thereof 
the following new sentence: “Such authority of the Commission 
shall not extend to the construction of new lines of railroad or the 
extension of existing lines, to be located wholly within one state, if 
the laws of such state require that a certificate of public convenience 
and necessity, or similar authority, be obtained from the state for 
such construction or extension.”’ 

The unparalleled industrial development of America during the 
last century is largely due to the magnitude and efficiency of its 
transportation system. Cheap and rapid transportation has been 
and remains the most vital factor in our whole economic structure. 
We ought not to deny to the vast undeveloped and semi-developed 
areas of the country, existing principally west of the Mississippi 
River, the benefits of those same instrumentalities that have made 
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transportation cheap and rapid in the eastern half of the nation. 
The interest of the entire country requires and the sentiment of the 
people demands that the unwise and unnecessary restrictions jim- 
— on the extension of existing carriers should be entirely elim- 
nated. 

A proposal to extend a railroad is not a lawsuit and ought not to 
be treated as such, and the delay, as well as the expense, incident to 
the determination of applications for certificates of convenience and 
necessity is sufficient to “defeat many meritorious proposals and in- 
definite delay is tantamount to a denial of justice. Conditions favor- 
able for underwriting new railroad projects in the United States 
have always been of periodical recurrence. Such ventures must be 
launched when the financial tide is coming in. Many applications 
for certificates to extend existing railroads are now pending before 
the Commission. Any of the projects that lacks merit, whether it be 
sanctioned or refused by the Commission, will die of its intrinsic 
weakness. Those that have the necessary financial and commercial 
support, by these very facts, stand approved as meritorious. 

Production is beginning to constitute a strain on transportation. 
There should be a safe margin. The extent and efficiency of our 
transportation system set a limitation on the volume of our produc- 
tion. In the interest of greater progress and prosperity, artificial 
restrictions imposed upon the development of our transportation 
system as applied to existing carriers should be removed. 


On objection -of Senator Blease, of South Carolina, the 
Mayfield bill (S. 2309) was not considered at the closing session 
of the Senate. The bill will remain on the Senate calendar 
and may be taken up at the next session. 


POSTAL RATE BILL PASSED 


The Senate and House finally reached agreement on the 
postal rate revision bill (H. R. 12030), approving a revised ‘con- 
ference report on the measure, which was sent to the President. 
The conférence report explained the lgislation as follows: 


The House bill as agreed upon by the conferees remains sub- 
stantially intact except in second-class matter, where the House 
conferees agreed that the so-called 1921 rates in the House bill 
should be amended so as to fix rates midway between the 1921 rates of 
the House bill and the 1920 rates of the Senate bill. This compromise 
effects a reduction in second-class rates officially estimated at about 
$2,700,000. 

The bill as it now stands, therefore, effects a reduction in postal 
revenues of about $16,285,000, or $2,700,000 more than the original 
House bill. As it passed the House, the bill effected a reduction in 
postal revenues of $13,585,000; as it passed the Senate, a reduction in 
postal revenues of $38,550,000. : 

The bill includes provisions as follows: 

To restore the l-cent postage rate on post cards. 

To provide for accepting business reply cards and _ letters in 
business reply envelopes for transmission in the mails without 
prepayment of postage. 

To provide for collecting 1 cent additional an ounce on first- 
class matter when mailed with postage deficient more than one rate. 

To reduce the postage on advertising portions of second-class 
matter. 

To reduce the postage on magazines and newspapers when sent 
by others than the publisher or news agent. 

To effect a minimum charge per piece on second-class matter 
when there are more than 32 pieces to the pound. 

To provide for bulk pound rates on third-class matter. 

To reduce the postage on fourth-class matter. 

To provide for a special rate of postage on library books. 

To provide for special handling and special delivery, combined, 
at reduced rates. This service is extended to all classes of mail. 

To authorize the appointment of a director of parcel post by 
the Postmaster General. : 

Recapitulation 

Section 1. Post cards, reduction in rates from 2 cents to 1 cent 
each, net decrease in revenue $1,200,000. 

Section 2. Business reply cards and envelopes, 
livery, net increase in revenue $4,000,000. 

Section 3. Deficient postage, penalty for, net increase in revenue 
75,000. 

. Section 4. Second-class matter, between 1920 and 1921 rates, net 
decrease in revenue $6,560,000. 

Section 5. Second-class matter, transient rates reduced, net de- 
crease in revenue $100,000. 


collect on de- 


Section 6. Third-class matter, bulk pound rates, net decrease 
in revenue $10,500,000. : ; 
Section 7. Fourth-class matter, reduction. in rates to distant 


zones, net decrease in revenue $2,200,000. 

Section 8. Special delivery combined with special handling, net 
increase in revenue $800,000; special handling exclusively, net de- 
crease in revenue $600,000. 


President Coolidge signed H. R. 12030, the postal rate re- 
vision bill and it became a law. 





CLAYTON ACT PROCEEDING 


In No. 21032, Interstate Commerce Commission against the 
Baltimore & Ohio, the Commission has instituted a Clayton 
anti-trust act proceeding against the B. & O., on account of 
its acquisition of stock of the Western Maryland. The com- 
plaint alleges that the B. & O. has acquired 144,789 shares of 
cumulative first preferred stock, 8,000 shares of convertible 
second preferred stock, and 159,050 shares of common stock of 
the Western Maryland without approval of the Commission, and 
that such acquisition may substantially lessen competition be- 
tween the two companies and restrain commerce. The carrier 
is ordered to show cause July 2 why an order should not be 
entered requiring it to divest itself of all interest in the stock 
of the Western Maryland alleged to be unlawfully held. 


ROAD BILL SIGNED BY PRESIDENT 
The act (S. 2327) providing for federal aid to the extent 
of $150,000,000 for the building of highways in the fiscal years 
1930 and 1931 was signed by the President. 
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Unusual — 
(Opportunities 


await YOU 


LINDBERGH FIELD 
oD 


SAN DIEGO 


San Diego 


California 





RADE expansion opportunities ..... 
manufacturing opportunities ..... unex- 
celled opportunities for year ’round recrea- 
tion, health, and the complete enjoyment of life! 


You know, San Diego is strategically situated 
on “One of the World’s 10 Great Harbors’— 
in the fastest growing section of America. Due 
to steady, unprecedented growth, this great 
territory needs many new products and new 
factories not already established here. Are you 
getting your share of this business; have you 


investigated the profit possibilities of a factory 
on inexpensive tidewater industrial lands in San Diego? 
wate A where peak production can be carried on the 
year ’round in modest frame buildings, without heat- 
ing plants; and labor is 10% to 20% more efficient, 
ample and always available at reasonable wages—due 
to the world’s most moderate and delightful climate! 


During your vacation—come to San Diego. Come for 
a new business outlook—but come also for the most 
joyous time of your life. In San Diego—on the 
shores of two quiet bays and the blue Pacific, close 
to Ege ay and mile-high mountains—SUMMER days 
and nights are COOL, and rainless! Every day is 

ideal for exploring Old Missions, the light- 





ic house, gorgeous 1400-acre Balboa Park and 

; countless other interesting spots and relics in 

SAN DIEGO this romantic modern America which first de- 
THERMOMETER veloped under the colorful influence 
of Spain. You'll enjoy the sporty 

SUMMER fishing and numerous air, land and 
AVERAGE water sports which have made local 
haaseanl beach and mountain resorts world- 
AVERAGE | famous... ... +. or, you may simply 


et 


should know. No obligation. Write to Industrial Development 
Department, 786 Chamber of Commerce Bldg., San Diego, Calif. 


ZN 
~ & SHORTEST IN 


THE WORLD/ 






rest and sleep in comfort, away from 
oppressive heat and storms. 


Local living costs are 
moderate. This vacation 
will pay for itself — 
thru increased personal 
efficiency and familiarity 
with new business pos- 
sibilities, 


Send for an interesting Industrial Report— 
revealing important San Diego and Pacific 
Coast data, facts, charts and figures you 
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The port offers unsurpassed facilities 
for the handling of any kind of cargo. 
Its rail advantages are unquestioned, 
18 railroads serving Houston—an air- 
port furnishing the fastest kind of 
transportation for valuable papers, 
shipping instructions to agents, etc. 
63 steamship lines plying in and out 
of the port. 
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OCEAN FREIGHT RATES 


The Trafic World New York Bureau 


The improvement in full cargo markets indicated in the 
stronger undertone last week failed to materialize. The number 
of fixtures and the volume of business of the last few days repre- 
sents no advance over previous conditions. Rates are still on 
a “distress” basis, and there is nothing in sight to change the 
outlook for the immediate future. The number of vessels avail- 
able for chartering continues small, but the space is ample for 
all current needs. Regular liners seem able to care for most 
of the day to day traffic, with the result that shippers are not 
worried about commitments in advance for business that may 
not come forward. 

The grain trade has been unusually quiet in the last week. 
Only two vessels were fixed for this traffic, on the basis of 15 
cents per 100 pounds from Montreal not east of the west coast 
of Italy, for loading in the first half of June. The coal trade 
has also been dull. One steamer was closed from Hampton 
Roads to Rio de Janiero, June loading, at $3.40 a ton and addi- 
tional inquiries are in the market at about the same figure for 
July loading. Shippers are quoting $2.25 a ton to west Italy, a 
reduction of 15 cents a ton from previous fixtures. No material 
changes have occurred in the sugar, lumber or time charter 
markets. 

Recent information from foreign centers indicates that ship- 
owners are ready to charter vessels from Montreal for October 
and November loading at 14 cents for Antwerp and Rotterdam. 
Local brokers express the belief that this figure is too high and 
that space may be obtained around 13 cents. The next important 
movement will be July-August traffic from the gulf. Develop- 
ments in this depend upon the winter wheat crop. 

The current range of rates from Montreal is as follows: on 
heavy grain, June loading, 2s 9d to the United Kingdom, 11 cents 
to Antwerp-Rotterdam, 11% to 12 cents to Hamburg-Bremen, and 
15 cents to the Mediterranean. 

The following changes in conference rates are reported. 

West Coast Italy—Hair waste scrap, passenger steamers, 
$1.65 per 100 pounds; freight steamers, $1.50 per 100 pounds: 
livestock stalls and poultry houses, passenger steamers, $15 per 
ton W-M; freight steamers, $13.50 per ton W-M; shuttle blocks, 
passenger steamers, $23 per 2,240 pounds; freight steamers, $21 
per 2,240 pounds; tobacco oil, passenger steamers, $16.50 per 
2,240 pounds; freight steamers, $15 per ton 2,240 pounds; un- 
finished crank shafts, passenger steamers, $15 per 2,240 pounds; 
freight steamers, $14 per 2,240 pounds; fire brick, passenger 


steamers, $15 per 2,240 pounds; freight steamers, $14 per 
2,240 pounds. 
East Coast Mexico.—According to advices received from 


the steamship lines operating fram New Orleans to Tampico and 
Vera Cruz, a new tariff will be published effective June 15 carry- 
ing rates to these points. Below are some of the rates that 
will be established: 


Paraffine wax to Tampico and Vera Cruz, 32% cents per 100 
pounds local delivery; paraffine wax to Tampico and Vera Cruz, 
27% cents per 100 pounds final destination Mexico D. F.; canned 
fish, fruits and vegetables including soup and pork and beans to 
Tampico and Vera Cruz, 57 cents per 100 pounds local delivery (car- 
load minimum 36,000 pounds), 71 cents per 100 pounds local delivery 
(L. C. L.), 48 cents per 100 pounds final destination Mexico, D. F. 
(minimum 36,000 pounds); same, 62 cents per 100 pounds final des- 
tination Mexico, D. F. (Ll. C. L.); flour to Tampico and Vera Cruz, 
32% cents per 100 pounds local delivery and Mexico, D. F.; corn to 
Tampico and Vera Cruz, 25 cents per 100 pounds local delivery and 
Mexico, D.* F.; wheat to Tampico and Vera Cruz, 22% cents per 
100 pounds local delivery and Mexico, D. F. 


Trans-Atlahtic-United Kingdom.—The following new con- 
ference contract rates have recently been established: Copper 
sheets, in cases, $14 per 2,240 pounds; flour sifters, tin, 40 cents 
per cubic foot; scrap steel billets, $5 per 2,240 pounds; scrap 
steel bars, $6 per 2,240 pounds; and scrap ship’s cable, $7 per 
2,240 pounds. 


Trans-Atlantic-France.—Effective immediately the following 
rates will be appjied on brass and copper scrap: Up to 40 cubic 
feet in measurement, $7 per 2,240 pounds; 40 to 60 cubic feet, 
$8 per 2,240 pounds; 60 to 80 cubic feet, $10 per 2,240 pounds; 
over 80 cubic feet, $12 per 2,240 pounds. 


To encourage the exportation of Pacific coast manufactured 
refrigerators to the Antipodes, the Pacific Coast Australasian 
Freight Tariff Bureau has reduced the local rate $15 w/m, effec- 
tive at once. The overland rate is unchanged at $12 w/m. 


Dunkirk, France, will be established as a regular port of 
call of the French Line’s Pacific Coast freight service, effective 
in July, it is announced by the General Steamship Corporation, 
Pacific coast general agents. The itinerary of the French Line 
steamers will then be Havre, Dunkirk, Bordeaux and Antwerp. 
Base rates applying to Havre and Bordeaux will also be quoted 
on Dunkirk shipments. 


With the return of Kermit Roosevelt from London, where 
he went to attend a conference with principals of lines engaged 
in the Calcutta jute trade, which came to nought because James 
A. Farrell, president of the United States Steel Corporation, con- 
trolling the Isthmian Steamship Line, declined to participate, 
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hope for a settlement of the rate war in the Calcutta trade 
has been revived. 

It is known that the heads of the Ellerman and Bucknall 
and Cunard-Brocklebank lines have indicated a willingness to 
enter into negotiations for a settlement based on allocation of 
sixteen sailings yearly to the American India Line, operated by 
the Roosevelt Steamship Company for the Shipping Board, and 
a proportionate share of the average annual movement of ap. 
proximately 650,000 tons of jute, burlap and bagging. The mat- 
ter was discussed at a preliminary conference by Mr. Roosevelt, 
Edward A. Kelly, vice-president of the Merchant Fleet Corpora. 
tion, and other Shipping Board representatives. 

Announcement has been made by the Massachusetts De. 
partment of Public Works of a revision of the wharfage charges 
on cargoes received at Commonwealth pier. 

The changes are of interest to many shippers on the Atlantic 
seaboard as well as transoceanic cargo. The new rates are effec- 
tive June 1 and under these rules a dockage charge at the rate ot 
10 cents a ton cargo will be assessed against vessels using either 
of the state piers at South Boston or at East Boston for both the 
loading and unloading of cargoes. 

At present no charge of the same nature is levied. A wharf- 
age charge of 25 cents a ton will be laid upon freight carried to 
from the piers by railroad within an area bounded, roughly, by 
Woonsocket, R. I., Seabrook, N. H., and West Fitchburg and 
Blackstone, Mass. Freight sent by rail to or from communities 
outside of that area will not be subjected to a charge. A wharf- 
age charge of 25 cents a ton will also be imposed on freight 
carried to or from the piers by trucks, the length of haul not 
being taken into consideration. 

At present there is no wharfage charge on freight carried 
by rail. There is, however, a charge of approximately 50 cents a 
ton on freight carried on trucks. 

Collector of the Port Philip Elting, after conferring with the 
Treasury Department at Washington with reference to fhe 
protests made by importers, customs brokers and commercial 
organizations against the new ruling on customs bonds sureties, 
posted a notice in the Custom House announcing that the order 
that none but company sureties would be accepted on warehouse 
bonds after July 1 was indefinitely postponed. 

This action of the collector was in accordance with a request 
made by the Merchants’ Association of New York following a 
meeting of representatives of importers and of trade and mer- 
cantile organizations at which protests were voiced at the refusal 
of the collector to continue the acceptance of personal sureties 
as has been the custom for many years. The association also 
requested that a public hearing be granted before any further 
attempt is made to enforce such an order. 

In order that there may be no doubt about the effect of the 
order should it become operative the Merchants’ Association ad- 
dressed a second letter to Collector Elting asking for statistics 
concerning the volume of warehouse bonds and the extent of 
defaults. 


CHAIRMAN OF SHIPPING BOARD 


Senator Fletcher, of Florida, has introduced S. 4561, a bill 
to amend section 3 of the shipping act, as amended, to provide 
for election of the chairman of the Shipping Board by the 
members of the board. Under the bill, the board would an- 
nually elect one of its members chairman and one vice-chairman. 
The law now provides that the President shall designate the 
chairman of the board. Senator Fletcher believes the system 
followed by the Interstate Commerce Commission of electing 
a chairman each year to be preferable to that followed in the 
case of ‘the Shipping Board. He believes each member of the 
board should have a chance at the chairmanship. 


O’CONNOR ON MERCHANT MARINE 


Chairman O’Connor, of the Shipping Board, in an address 
May 30 at Cumberland Gap, Tenn., at the dedication of the 
Duke Hall of Citizenship of the Lincoln Memorial University, 
touched on the merchant marine history of the United States 
and discussed present developments in connection with the 
‘merchan. marine. He said that, at present, there were numer- 
ous indications of renewed and widespread interest in American 
shipping. He referred to passage of the Jones-White shipping 
act that, he said, “will probably have the effect of greatly 
stimulating new ship construction by private interests.” He 
said another sure indication of the great interest that was be- 
ing displayed in the affairs of the merchant marine was the 
increasing number of “our young men who show a desire to 
follow the sea as a means of livelihood,” and that last year 
the board placed 1,200 American boys on American ships. In 
conclusion, he said: 


There have been times since the war when we have wondered 
whether we would succeed in building up a new American mer- 
chant marine equal to the task of handling the greater portion 
of our commerce and acting as a naval auxiliary in time of 
national peril. Today the’ fight is by no means completely won, 
but the citizens of the country are at last aroused, and that is 
all that is necessary to assure the fullest eventual success. Mean- 
while our growing foreign trade, our national security in time 
of war, our peace, our comfort, our continued prosperity, all de- 
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Address inquiries regarding Southern Railway Service to 


E. R. OLIVER 


Vice-President in Charge of Traffic 


Washington, D. C. 
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mand that we recognize more clearly than ever the wisdom of 
exerting every effort “to maintain our rightful position on the 
ocean.” 


MARINE ITEMS APPROVED 


The items in the deficiency appropriation bill relating to the 
ship construction loan fund and ocean mail contract payments, 
under the new merchant marine act, were approved by both 
branches of Congress and the bill was signed by the President. 
(See Traffic World, May 26, p. 1316.) 


SHIP CHANNEL SURVEY 


Representative McLeod, of Michigan, has introduced H. R. 
14080, a bill to provide for a survey and estimate of cost of 
construction of an all-American ship channel in the Detroit 
River from its mouth at Lake Erie to the head of Grosse Isle 
in said river. 


NICARAGUAN CANAL SURVEY 
Senate joint resolution 117, providing for an investigation 
and survey for a Nicaraguan canal, was “passed over” at the 
closing session of the Senate. 








MARINE HERO BILL 
President Coolidge signed S. 1609, an act recognizing the 
heroic conduct, devotion to duty and skill on the part of the 
officers and crews of the U. S. S. Republic, American Trader, 
President Roosevelt, President Harding and the British steam- 
ship Cameronia, in effecting rescues at sea. 


SEAMEN’S BILLS INTRODUCED 


Representative White, of Maine, chairman of the House 
committee on merchant marine and fisheries, has introduced 
H. R. 14128, a bill to amend section 4581 of the revised statutes 
of the United States to provide more adequately for the dis- 
charge, maintenance and repatriation of seamen in foreign 
ports, and H. R. 14129, a bill to amend section 4580 of the re- 
vised statutes of the United States respecting the liability of 
vessels for the care of seamen guilty of certain offenses. 





SERVICE TO SAIGON, CHINA 

The American-Hawaiian Steamship Company, managing 
agents of the Oceanic and Oriental Navigation Company (Ori- 
ental division), announces the inauguration of regular service 
from Pacific coast ports direct with Saigon, capital of the French 
colony of Cochin-China, with the sailing of the S. S. Golden 
Sun from San Francisco June 30. Saigon is one of the finest 
cities of the Far East, with a population of 100,000, and the 
3,000,000 inhabitants of the province of which it is the capital 
are voicing increased demands for American goods. Its harbor, 
built at a cost of over $2,000,000, accommodates the largest 
steamers and serves also the large commercial city of Cholon, 
which is three miles away from Saigon and connected by street 
cars. The decision to institute direct service to Saigon is in 
line with the policy of the American-Hawaiian to have the 
Oriental fleet of the O. & O. serve not only the main Oriental 
ports, but also those that heretofore have lacked regular, through 
shipping service. 


SHIP BIDS RECEIVED 


Bids for the American West African Line, opened by the 
Shipping *Board, May 29, revealed an offer from the Barber 
Steamship Lines of New York to purchase the ten steel cargo 
ships of the line at the rate of $27.15 per d. w. t., the highest 
figure yet offered for government-owned freight tonnage for 
guaranteed foreign-trade operation, according to board officials. 

Five bids for the line were received and these were referred 
by the board to the Merchant Fleet Corporation for analysis and 
recommendation, following which the board will take action. 

The American West African Line has two cargo services, one 
operating from New York to the west coast of Africa and the 
other from the gulf to the west coast of Africa. In the New 
York service the purchaser will guarantee to maintain 12 round 
voyages, which approximate 14,000 miles each, each year for a 
period of five years. In the gulf service four round voyages will be 
made. Payment of the purchase price will be on the basis of 
25 per cent down and the balance over a period of seven and 
one-half years. Ten per cent of the down payment of each offer 
accompanied the bid. 

The high bidder offered $2,263,506.80 for the line, the 10 
ships and the line’s floating equipment. The latter item includes 
3 gas tugs, 5 ship launches, 8 lighters and 55 surf boats. Of 
the Barber offer $27,650 was for floating equipment. 

The other bids were as follows: 


Roosevelt Steamship Company of New York—$1,861,200 for the 
10 ships and $20,001 for the floating equipment. 

Clegg Shipowning Corporation of New York—$1,748,838 for the 
ships and $50,000 for the floating equipment, 

American South African Lines of New York—$1,173,516 for the 
ships and $46,096.31 for the floating equipment. 

W. F. Kenny of New York—$1,111,752 for the ships and $39,166 
for the floating ‘equipment. 
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The favorable offers for the ships were attributed in some 
quarters to the passage of the Jones-White merchant marine 
bill and were also taken as an indication that the board coulg 
now find prospective buyers for a number of its services. 

It is understood that the United States Lines, the board’s 
passenger line in the north Atlantic, may be offered for sale 
some time this summer. 





MEN IN TRANSPORTATION 





With the confirmation by the Senate of the nomination of 
Samuel S. Sandberg, of Los Angeles, to be a member of the 
Shipping Board, the way has been paved for a man with long 
experience on the high seas to take the oath of office as a 
commissioner. Mr. Sandberg is to succeed Commissioner Philip 





SAMUEL S. SANDBERG 


S. Teller, one of the present Pacific coast representatives on the 
board, whose term of office expires June 8. 

The new commissioner has served as master of vessels 
that have sailed to-all parts of the world. He saw years of 
service with the old Pacific Mail line, operating vessels out of 
Pacific coast ports, and with the Luckenbach Steamship Com- 
pany. Recently he has been manager of the Los Angeles harbor 
and was serving in that capacity when President Coolidge 
nominated him. 


E. C. Plummer, vice-chairman of the Shipping Board, is 
fond of telling of having been a sailor in his youth. Admiral 
Cone, whose appointment to succeed Admiral Benson, as a 
member of the board, was recently approved by the Senate, 
also, of course, has had experience at sea. It may be that the 
three “sea-faring’” members of the board will get together soon 
to swap sea stories. The new commissioner from the Pacific 
coast should make the best showing along that line because of 
his long service with merchant ships in foreign trade. 

Friends of Mr. Sandberg, who is a Republican, predict that 
he will not be found in conflict with the President on merchant 
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Dixie’s Billion-Dollar Industry 


There was a time when the South sent practically all its 
raw cotton which was not sold abroad to other parts of the 
country for manufacture, but times have changed. The 
manufacture of cotton products in the Southern states is 
now a billion-dollar industry. 


This industry has been moving south. There were 10,- 
653,000 active cotton spindles in the United States in 1880, 
and only 651,000, or about 5 per cent, were in the South. 
Now there are 32,343,000 active cotton spindles in the 
United States, and 17,725,000, or more than 54 per cent, are 
in the South. Of every 100 yards of woven cotton goods 
manufactured in the United States, Southern mills now pro- 
duce 58 yards. 


This industry of the New South has grown to such pro- 
portions that it now comprises more than 800 manufacturing 
establishments. These plants represent a total capital invest- 
ment in excess of $1,000,000,000 and employ approximately 
a quarter of a million workers. The cost of raw cotton and 
other materials purchased amounts to around $623,000,000 
annually, and the value of their products is upwards of 
$1,000,000,000 a year. 





During the early period of this development practically 
all the cotton mills located in the South were established The Illinois Central System 
in the Carolinas and Georgia. In more* recent years, how- eaenae on tage ag rails 


: to assist in the industrial and 
ever, there has been an expansion westward. There are now agricultural development of its 


153 cotton mills in the six Southern states in which the territory. For information ad- 
Illinois Central System operates—Alabama, Arkansas, Ken- dress: 

tucky, Louisiana, Mississippi and Tennessee. —The combined 

output of these mills in 1925 was valued at around $132,- . -H. J. SCHWIETERT. 
000,000. 


General Development Agent 
The lower Mississippi Valley is well adapted to the manu- Illinois Central System 
facture of cotton products. In addition to the highly im- 
portant factor’ of geographical location, these states possess 
many other advantages: availability of cheap power, mild 
climate with resultant low cost of plant construction and 
operation, inexpensive industrial sites, moderate taxes, favor- 
able labor conditions, low cost of living, cheap and abundant 
railway transportation and ready access to marketing and 

consuming centers. 


Chicago 


The Illinois Central System, with its extensive network of 
lines in the lower Mississippi Valley and its prompt and de- 
pendable freight service between those points and numerous 
large and prosperous consuming centers of the Central West, 
is interested in the further development of the cotton prod- 
ucts industry in its Southern territory. 
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marine policies about which the President, as the chief execu- 
tive, may have something to say.—S. H.S. 


AUTOMOBILE EXPORT SHIPPING 


Demand from overseas markets for American automobiles 
resulted last week in a new development in automotive export- 
ing when the S. S. Tractor, of Hamburg, cleared Detroit for 
Barcelona, Spain, with a cargo of Studebaker and Erskine cars 
valued at a quarter of a million dollars. This is the first German 
vessel to dock to Detroit since the war, and is said to be the 
first vessel to carry an exclusive cargo of motor cars from De- 
troit direct to European ports. Passing from Lake Erie to Lake 
Ontario through the Welland Canal, the ship will follow the 
St. Lawrence River past Montreal and Quebec into the Gulf of 
St. Lawrence, thence into the north Atlantic. 

Of the 248 cars constituting the cargo, 55 were shipped un- 
crated. Studebaker is the largest individual user of the unboxed 
method of shipping cars, having inaugurated this system early 
in January with a shipment of 500 unboxed cars from New York 
to Hamburg. By eliminating the cost of crating and uncrating 
the cars, as well'as the increased landed cost of crated cars 
due to the duty charged in many countries on the value of the 
box itself, considerable savings are effected for the overseas 
purchaser. 

Inauguration of the Lakes to Europe plan of shipping motor 
cars recalls the fact that Studebaker was the first manufacturer 
to make extensive use of Great Lakes shipping for domestic 
markets. Some ten years ago Studebaker traffic officials sug- 
gested to Great Lakes ship owners that one or two vessels be 
fitted with special equipment to handle the shipment of uncrated 
automobiles from Detroit to other Great Lake ports. After a 
trial voyage the new method was pronounced a success. The 
plan was quickly followed by so many other companies that a 
large part of Great Lakes shipping originating in Detroit now 
consists of motor cars for all cities on the great lakes. 


OCEAN MAIL CONTRACTS 


Acting under the provisions of the Jones-White merchant 
marine act, which has become a law through the signature of 
President Coolidge, Postmaster-General New has addressed a 
communication to the chairman of the Shipping Board certify- 
ing seven ocean mail routes which should be established or 
operated for the carrying of mails as contemplated by the act. 
These routes are already under contract, but the postmaster- 
general desires that they be included under the provisions 
of the new act. The routes, present annual volume of mail, 
the estimated five-year volume in pounds and the frequency of 
the routes follow: 


Route No. 1—San Francisco to Sydney, present annuai volume 
of mail 2,217,859 pounds; estimated 5-year volume, 12,198,224 pounds; 
monthly or oftener. 

Route No. 2—New York to Mediterranean and Black Sea Ports, 
including Genoa, Alexandria, Piraeus, Constantinople and Constanza, 
present annual volume of mail 497,458 pounds; estimated 5-year vol- 
ume, 2,736,019 pounds; weekly or oftener. _ 

Route No. 3—New York to Rio de Janeiro and Buenos Aires, 
present annual volume of mail 1,939,104; estimated 5-year volume, 
10,665,072 pounds; bi-weekly or oftener. 

Route No. 4—San Francisco, via Hong Kong and Manila to 
Singapore, present annual volume of mail 491,221 pounds; estimated 
5-year volume, 2,701,715 pounds; bi-weekly or oftener. 

Route No. 5—New York to Cape Town and South African Ports, 
present annual volume of mail, 166,690 pounds; estimated 5-year 
volume, 916,795; monthly or oftener. 

Route No. 6—New York to Valparaiso, present annual volume of 
mail 1,661,747 pounds; estimated 5-year volume, 9,139,608 pounds; bi- 
weekly or oftener. 

Route No. 7—San Juan, P. R. to Santo Domingo, Dom. Rep., pres- 
ent annual volume of mail 408,000 pounds; estimated 5-year volume, 
2,244,000 pounds; bi-weekly or oftener. 


In his letter to the chairman of the Shipping Board the 
postmaster-general said: 


This is a partial and preliminary certification and will be followed 
as rapidly as practicable by such additional certifications as may 
be necessary. 

Generally speaking, the speed of the ships required should be 
such as to enable this department to give them a preference in the 
assignment of mails in competition with ships of foreign registry. 


PHILADELPHIA RATE PROTEST 
Former Representative Edmunds, on behalf of the port of 
Philadelphia, has written to Chairman O’Connor, of the Ship- 
ping Board, protesting against rates from the west Mediter- 


ranean fixed by conference steamship lines. The charges 
complained of, according to the protest, discriminate against 
Philadelphia. 





PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster-General, has 
called attention to the fact that 14 cents per pound is the 
postage rate on parcel post packages for Canada. Said he: 


It has come to the attention of the department that erroneous 
information concerning the rate of postage on parcel-post packages 
mailed in the United States and addressed for delivery in Canada is 
being shown in catalogues and similar publications circulated in the 
United States, which has necessitated the return to origin of a large 
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number of short-paid parcels resulting in considerable delay to ty 
parcels and inconvenience and loss to the senders and addressees, 


The postal rate applicable to parcel post packages addregge 
for delivery in Brazil will be, effective at once, 12 cents fo 
each pound or fraction thereof plus 5 cents per parcel up to 
and including 5 pounds and plus 7 cents per parcel over ; 
pounds up to and including 22 pounds. 


MERCHANT MARINE ACT 


(Continued from page 1352) 
delay the transfer of government merchant ships to 
private owners. Apparently, the Shipping Board wil! 
have much to do with shaping the policy to be followed 
under the act and, if that policy be sound, the govern. 
ment may, with no great delay, get out of the shipping 
business. 

If it is to be the settled policy of the country that 
the United States shall have a merchant marine, though 
it is recognized that building and operating ships under 
the American flag costs more than under foreign flags, 
provisions of law designed to make possible private 
ownership and operation are preferable to provisions for 
continued government ownership. If aids are extended 
to the private owner and operator to enable him to over- 
come differentials in costs against him, the time may 
come when shipping under the American flag will be 
profitable, with little or no aid from the federal govern- 
ment. If American shipping, however, is to be perma- 
nently dominated by government ownership of vessels, 
the day is far off when private ownership and operation 
will be on a sound commercial basis. 

The provisions in the new law that may result in 
transfer of the government merchant marine to private 
hands are those relating to loans from the federal treas- 
ury at, generally speaking, the prevailing cost of money 
to the government, for the construction, reconditioning, 
remodeling, or improvement of vessels by private own- 
ers, and,to payments for the transportation of the mails 
ii amounts considerably in excess of what the cost of 
the service would be if the mails were transported at 
the usual rates. The ship construction loan fund, under 
the law, may be as large as $250,000,000. For the pres- 
ent, the Shipping Board is to be restricted to the making 
of loan contracts not in excess of $150,000,000. For the 
mail contracts, Congress has made available $7,500,000 
for use at this time. . 


No loan from the construction fund may be made 
for longer than twenty years. The rate of interest, in 
the case of a vessel that is operated in foreign trade, 
“shall be the lowest rate of yield (to the nearest one- 
eighth of one per centum) of any government obligation 
bearing a date of issue subsequent to April 6, 1917 (ex- 
cept postal-savings bonds), and outstanding at the time 
the loan is made by the board, as certified by the Secre- 
tary of the Treasury to the board upon its request.” In 
the case of vessels operated in the coastwise trade or 
vessels that are inactive, the rate of interest is to be not 
less than 5% per centum annually. 

No loan is to be made for a greater sum than three- 
fourths of the cost of the vessel or vessels to be con- 
structed or three-fourths of the cost of the recondition- 
ing, remodeling, improving, or equipping authorized for 
a vessel already built. Security for a loan shall include 
a preferred mortgage on the vessel. The loan fund is 
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to continue as a revolving fund. Repayments on loans 
are to be credited to the fund, but interest on such loans 
shall be covered into the Treasury as miscellaneous 
receipts. 

The loan provisions of the law are designed to 
enable the American private shipowner to meet, in part, 
the: higher cost of building and operating under the 
American flag than under foreign flags. The govern- 
ment is here lending money for a long period of years at 
rates of interest that the shipowner could not obtain 
elsewhere. 

Another provision of the law designed to aid the mer- 
chant marine is that requiring officers or employes of 
the United States traveling on official business overseas 
to foreign countries, or to any of the possessions of the 
United States, to use American flag ships when such 
ships are available, unless the necessity of their mission 
requires the use of a ship under a foreign flag. 

Provisions of the law that may result in the govern- 
ment being in the shipping business for an indefinite 
period are those requiring that five of the seven mem- 
bers of the Shipping Board must assent before a vessel 
or line of vessels may be sold, and those providing for 
replacement of government merchant marine vessels. 
The “replacement” provision of the law follows: 

The necessity for the replacement of vessels owned by the 
United States and in the possession or under the control of the 
board and the construction for the board of additional up-to-date 
cargo, combination cargo and passenger, and passenger ships, to 
give the United States an adequate merchant marine, is hereby 
recognized, and the board is authorized and directed to present 
to Congress from time to time, recommendations setting forth 
what new vessels are required for permanent operation under 
the United States flag in foreign trade, and the estimated cost 
thereof, to the end that Congress may, from time to time, make 
provision for replacements and additions. All vessels built for 
the board shall be built in the United States, and they shall be 
planned with reference to their possible usefulness as auxiliaries 
to the naval and military services of the United States. 

Under this provision, with the Shipping Board, the 
Congress, and the President in agreement, building of 
ships for the government merchant marine could be car- 
ried on in a large way. If that should be done, it is 
apparent that the government would not get out of the 
shipping business, but would, we think, hamper efforts 
of private interests to. build up an American merchant 
marine. It may be said that the government will not 
operate ships in direct competition with privately owned 
American ships, but the fact that the government is a 
large shipowner influences the entire shipping situation. 

The act is, therefore, we think, a combination of 
good and bad provisions. The explanation for such a 
piece of legislation, of course, is that the Senate first 
passed the Jones bill—a measure that, in effect, provided 
for indefinite government ownership of the greater part 
of the merchant marine of the United States in foreign 
commerce. The House drew up a measure designed to 
subsidize (that word was only used by opponents of the 
bill) the merchant marine, under private ownership and 
operation, and, in order to get it through the Senate, 
accepted, in substance, the provisions of the Senate bill. 
Thus, we have a government-ownership and private- 
ownership law wrapped in one package. A strong Ship- 
ping Board might, under the law, lay the foundation for 
a privately owned and operated merchant marine. 
Business interests voiced objection to the insurance 
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provisions of the law, under which the Shipping Board 
may create insurance funds which it may use to insure 
in whole or in part vessels in which it has an interest, 
on the ground that they constituted an invasion of the 
field of private business. We are sympathetic with the 
objection but it is, as a matter of fact, only a part of 
the much larger thing—the ‘government in the entire 
shipping business. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended May 19 exceedeq 
the million car mark for the second consecutive week so far 
this year, according to the car service division of the America, 
Railway Association. Total loading for that week amounted to 
1,003,497 cars. 

Compared with the preceding week, this was an increase of 
1,514 cars, due principally to the heavier movement of ore al. 
though there was also an increase in the number of cars loaded 
with forest products and merchandise less than carload lot 
freight. Decreases compared with the week before were re. 
ported in the total loading of all other commodities. 

The total for the week ended May 19 was a decrease, hovw- 
ever, of 24,001 cars below the same week in 1927 as well as 
a decrease of 35,573 cars compared with the corresponding 
week two years ago. 

Revenue freight loading by districts the week ended May 19 
= for the corresponding period of 1927 was reported as 
follows: 


Eastern district: Grain and grain products, 7,030 and 8,055; live 
stock, 2,152 and 2,409; coal, 41,048 and 41,658; coke, 2,249 and ‘L916: 
forest products 4,801" and 5,063; ore, 3,391 and 7,484: merchandise, 
En Oy Ean Bae 274 and 71,199; miscellaneous, 105,444 and 104,736; total, 
1928, 238, 389: 1927, 242, 520; 1926, 250,234. 

‘All egheny district: Grain and grain products, 2,995 and 3,039; 
live stock, 1,748 and 2,144; coal, 36,508 and 39,376; coke, 5,211 and 
5,407; forest products, 3,221 and 3,144; ore, 9,399 ‘and 11, 871; mer- 
chandise, L. C. L., 55,539 and 55,990; eeneeae, 90,569 and 88,909; 
total, 1928, 205, 190: 1927, 209, 880; 1926, 211,941. 

Pocahontas district: Grain and grain products, 199 and 221; live 
stock, 79 and 153; coal, 39,827 and 43,727; coke, 372 and 442; forest 
products, 11 and 2,232; ore, 127 and 165; merchandise, L. C. 
7,507 and 7,726; miscellaneous, 6,709 and 6,304; total, 1928, 56, séf 
1927, 60,960; 1926, 57,055. 

Southern district: Grain and grain products, 3,561 and 3,746; 
live stock, 1,719 and 2,240; coal, 20,730 and 23, ot coke, 540 and 
638; forest products, 21,173 and 23, 661; ore, 1,199 and 1,110; merchan- 
dise, L. C. L., 40,877 "and 40,835; miscellaneous, 57, 073 and 57,4381; 
total, 1928, 146, 872; 1927, 153, 491; 1926, 148,697. 

Northwestern district: Grain and grain products, 10,142 and 8,604; 
live stock, 6,452 and 7,223; coal, 3,753 and 4,200; coke, 1, "354 and 1,667; 
forest products, 17,542 and 18, 835; ore, 34, 128 and 37,473: merchandise, 
Ee. Cy. Bag - See and 34,742; miscellaneous, 42,645 and 44,226; total, 
1928, 150, 071; "1927, 156, 970; 1926, 158,099 

Central Western district: Grain and grain products, 9,252 and 
9,967; live stock, 10,498 and 11,300; coal, 7,998 and 5,955; coke, 317 
and 561; oy st products, 11, 11,617 ‘and pe 477; ore, 3,370 and 3,329; mer- 
chandise, L 5 34,554; miscellaneous, 55,514 and 56,178; 
total, 1928, 133° 031: 1927, 133, 021; 1926, 138,864. 

Southwestern district: Grain and. grain apeseete. 5,178 and 4,776; 
live stock, 2,598 and 2,916; coal, 3,436 and 2,563; coke, 97 and 213: 
forest products, 8,250 and 7,957; ore, 389 and 478; merchandise, L. 
C. L., 16,729 a 16,640; miscellaneous, 36,702 and 35, 113; total, 1928, 
73, 379; 1927, 70, 16563 1926, 74,180. 

Total, all roads: Grain and grain products, 38,357 and 38,408; 
live stock, 25,246 and 28,385; coal, 153,300 and 161,309; coke, 10,140 
and 10, 544: forest products, 68,349 ‘and 72, 359; ore, 52,003 and 61, $10; 
merchandise, is, Cy. In, 20% 446 and 26 1,686; miscellaneous, 394,656 and 
392,897; total, 1928, 1,003, 497; 1927, 1,027, 498; 1926, 1,039, 070. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 92 1926 

Four weeks in January......... 3,447,723 3,756,660 3,686,696 
Four weeks in February....... - 3,589,694 3,801,918 3,677,332 
Five weeks in March........... 4,752,031 4,982,547 4,805,700 
Four weeks in April........... - 3,738,295 3,875,589 3,862,703 
Week ended May 65............. 979,662 1,024,761 996,216 
Week ended May 12........... - 1,001,983 1,029,424 1,029,748 
Week ended May 19............ 1, 003, "497 1,027,498 1, 039, /070 

EE. wnesnwndeniesenstiewewes 18,512,885 19,498,397 19,097,465 


COAL PRODUCTION AND SHIPMENT 


Total production of soft coal the week ended May 19 was 
estimated at 8,183,000 net tons by the Bureau of Mines of the 
Department of Commerce. Compared with the revised estimate 
for the preceding week this showed a decrease of 209,000 tons. 
Anthracite production was estimated at 1,696,000 net tons, a 
decrease of 194,000 tons as compared with the output in the 
preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended May 20 totaled 958,629 net tons. Anthracite shipped 
from Lake Erie ports totaled 12,817 net tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended May 19 totaled 406,101 net tons, of which 226,- 
446 tons were for New England delivery. Similar shipments 
from Charleston, S. C., totaled 12,487 net tons. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England, the week ended May 12, were reported 
as follows: Bituminous, 1,996 cars; anthracite, 3,476 cars. 
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NEXT DOOR #0 EVERYTHING 


in downtown Chicago 


In ALL THE GREAT ciT1zs of the world, 
no hotel is more favorably situated 
than the Palmer House to save the time 
and energy of guests. 

Right ‘‘next door’ to everything— 
it provides particularly quiet rooms 
within easy walking distance of the 
City’s smartest shops, the theatres, 
the famous State Street stores; public 
buildings including the Art Institute, 
Field Museum and library, as well as 
the banking and 
business offices. 





Palmer House orchestras provide espe- 
cially attractive concert and dance 
music for the entertainment of guests. 
Four restaurants, affording a la carte 
and table d’hote service, are comfort- 
ably cooled in warm weather. 
Advance reservations assure the ut- 
most comfort during the current travel 
months. Rooms for one, $4 to $10— 
for two, $7 to $12. Suites (one to five 
rooms) per room, $9 to $11. Reduc- 
tion for monthly or 
seasonal occupancy. 


Water L. Grecorr 
Manager 


HOME OF THE TRAFFIC CLUB OF CHICAGO 


Monroeg STREET, 


amp Wasasne Avenvs, CHuicaco 
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DOINGS OF THE TRAFFIC CLUBS 


Arrangements have been completed for the sixth annual 
meeting of the Associated Traffic Clubs of America at the Pal- 
ace Hotel, San Francisco, June 12 and 13, with possibly one of 
the business sessions at Oakland. There will be a meeting of 
the board of directors at 10 a. m., June 11. The business ses- 
sions will open at 10 a. m., June 12, with an invocation by 
Bishop E. L. Parsons and an address of welcome by Mayor 
James Rolph, to which President T. C. Burwell will respond. 
The program calls for business sessions that afternoon and the 
morning and afternoon of the second day. On the docket are 
the report of the president, report of the secretary, report of 
the treasurer, report of the board of directors, report of the 
membership committee, election of officers, report of speakers’ 
committee, action on proposed amendments to the constitution, 
report of the educational committee, matters considered by 
directors and referred to delegates for action, resolutions and 
proposals from member clubs, and discussion of current trans- 
portation problems, such as railroad consolidation, motor 
vehicle regulation, fourth section legislation, and appointments 
to the Commission. An elaborate program of entertainment 
has been provided by the local clubs. There are fifty-one mem- 
ber clubs at this time. 





The Pacific Traffic Association will hold a meeting at the 
Palace Hotel, San Francisco, June 5. Albert J. Porter, editor 
of the Shipping Register, will speak on “Clipper to Motorship” 
and Winfield M. Thompson, field agent, Panama Pacific Line, 
will speak on “The History of the Panama Canal.” Mr. Thomp- 
son will illustrate his address with 80 colored stereopticon 
views and 1,000 feet of film. Business will consist of discus- 
sion and formulation of plans for the annual meeting of the 
Associated Traffic Clubs of America. Members of the Trans- 
portation Club of San Francisco, Women’s Traffic Club of San 
Francisco and the Oakland Traffic Club are invited. A “Fel- 
lowship Supper” will be held at the Club Tavern prior to the 
meeting. 





The Traffic Club of Jamestown will hold a special luncheon- 
meeting June 5 at the Hotel Samuels, in the interest of the 
next regular meeting of the Great Lakes Regional Advisory 
Board at Buffalo, June 20. The meeting will be addressed by 
A. P. Stevens, district manager, American Railway Association, 
Detroit, and Fred M. Renshaw, commissioner of the Chamber 
of Commerce, Buffalo, followed by round-table discussion of 
subjeets of interest. 





The Traffic and Transportation Association of Pittsburgh 
held its annual election June ist, between 4:00 and 7:00 p. m., 
in the auditorium of the Chamber of Commerce Building. Din- 
ner was served from 5:00 to 7:00 p. m., which was followed by 
a meeting at 7:15 p. m. The entertainment committee pre- 
sented more than fifty entertainers. Miss Patti, singer, ap- 
peared in the association’s review, “Fantastmagoria,” which 
included the T. & T. A. Quartette and acts from local theaters. 
Music was furnished by the 28-piece band of the Buffalo, 
Rochester & Pittsburgh, of Rochester, N. Y., through the 
courtesy of Robert R. Williams, assistant general freight agent 
of that company. The candidates for president were Thomas 
Byers, D. & H., and H. E. Hamilton, Southern Railway. 





Frederick Landis will be the speaker at the banquet of the 
Indianapolis Traffic Club at the Claypool Hotel June 5 for the 
members of the Ohio Valley Shippers’ Advisory Board. Enter- 
tainment will include the B. & O. Glee Club and Hilda Hopkins 
Burke, with the Chicago Civic Opera. 





The Traffic Club of Baltimore will hold its annual summer 
outing at Buedel’s Park, Middle River, June 16. Special busses 
will leave St. Paul and Baltimore streets at 1:00 p. m. Imme- 
diately on arrival at the grounds crab soup and sandwiches will 
be served. Entertainment will include games, races and con- 
tests. A baseball game with the York Traffic Club will be 
played at 3:30 p. m. Luncheon will be served after the ball 
game. 





The Ft. Wayne Transportation Club has ratified the resolu- 
tions pertaining to consolidation of the railroads and the Hoch- 
Smith resolution adopted by the Associated. Traffic Clubs of 
America at the meeting at Richmond. 





The Traffic Club of Detroit will hold a “Pennsylvania Rail- 
road Luncheon” at the Statler Hotel June 12. Charles B. Sud- 
borough, assistant vice-president, Pennsylvania, will be the 
speaker. The Red Arrow Quartette of the Pennsylvania will 
provide entertainment. 





The Women’s Traffic Club of Los Angeles held its third an- 
nual banquet at the Commercial Club of Southern California 
May 23. Sixty-one of the eighty active members were present. 
Mrs. Bertram Holmes and Mrs. B. A, Ochs were guests of the 
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evening. Mrs. Ochs, who has lived in China for a number of 
years, spoke on “Old Chinese Customs and Modern Business» 
Miss Billy Hoffman entertained with selections of “Songs We 
Like.” In appreciation of the work done for the club in her 
term of office, Vera O. Hess, retiring president, received aq gj). 
ver electric percolator. The club has approved the resolutions 
pertaining to consolidation of the railroads and the Hoch-Smith 
resolution adopted by the Associated Traffic Clubs of America 
at the Richmond meeting. 





The Traffic Club of Minneapolis held the last of its lunch. 
eon meetings of the season at the Nicollet Hotel May 31. G. 4. 
Youngquist, Attorney General of Minnesota, spoke on “Our Re. 
lations with the Federal Government.” 





The Traffic Club of Kansas City held its last luncheon. 
meeting of the season at the Kansas City Athletic Club May 
29. Samuel R. Freet spoke on “Co-Operation.” R. W. Moore, 
vice-president, Dewey Portland Cement Company, and A. §. 
Pond, Rock Island, have been named delegates to the annua} 
meeting of the Associated Traffic Clubs of America at San 
Francisco, in place of those previously named, and A. A. Lut. 
rell, traffic agent, C. & A., as alternate. ; 





Theodore Fred Kuper, author of “Thomas Jefferson, The 
Giant,” addressed the members of the Traffic Club of Chicago 
at luncheon in the club rooms May 31. 





The Women’s Traffic Club of San Francisco held a busi- 
ness meeting at the Women’s City Club May 31. In response 
to an invitation, the members will attend a meeting of the Pacific 
Traffic Association at the Palace Hotel, San Francisco, June 5, 





The Junior Traffic Club of St. Louis will hold its last meet- 
ing of the season at the Warwick Hotel June 5. Dinner will 
be served and there will be a program of entertainment. The 
final results of the membership drive will be reported. 





The Omaha Traffic Club will hold a golf tournament at the 
Lakewood Country Club June 21. Prizes will be awarded win- 
ners in the various events. Dinner will be served. 





The Traffic Club of St. Louis held the last of its weekly 
luncheons of the season at the Chamber of Commerce May 238. 
A golf tournament will be held at the Glen Echo Club June 8. 





The San Antonio Traffic Club held a dinner-dance at the 
San Antonio Casino Club May 30. Lawrence Goforth was chair- 
man of the committee on arrangements. 





The Bridgeport Traffic Association will hold its annual 
meeting and outing at “The Farm,” on the Bridgeport side of 
Ash Creek, south of Fairfield avenue, June 13. Contests in the 
following will be held in the afternoon: quoits, javelin throw, 
golf approaching, golf driving, flechette, archery, and sling shot. 
Prizes will be awarded. Dinner will be served in the evening 
and dancing will follow. 





The Transportation Club of St. Paul held a luncheon at the 
Saint Paul Hotel May 29. Erving P. Jones, assistant superin- 
tendent of the Minnesota Bureau of Criminal Apprehension, 
gave an illustrated lecture on the operation of his bureau. 
Entertainment was furnished by the C. R. I. & P. 





The Traffic Study Club of Akron, at a meeting May 25, elected 
the following officers for the year which starts in September: 
President, E. J. Delagrange, Northern Ohio Power & Light 
Company; vice-president, U. E. Kuntz, Goodyear Tire & Rubber 
Company; secretary and treasurer, S. A. Brigham, Akron, Can- 
ton & Youngstown; directors, J. J. King, Akron, Canton & 
Youngstown; Clayton Yerrick, B. F. Goodrich Company; E. F. 
Malaney, Robinson Clay Products Company; F. N. Seitz, Balti- 
more & Ohio, and F. T. Alexander, Swinehart Tire & Rubber 
Company. 





The Junior Traffic Club of Chicago will hold its semi-annual 
dinner in the rooms of the Traffic Club of Chicago in the Palmer 
House June 7. It is designated “North Western Night.” A. C. 
Johnson, vice-president in charge of traffic of the Chicago & 
North Western, will make an address on “Traffic Procedure.” 
There will be music, including the Pullman Porters’ Quartette. 
Prizes will be awarded the winners of the golf tournament held 
May 26 at Golfmore. 





The weekly luncheon of the Traffic Club of New Orleans 
at the Roosevelt Hotel May 21 was dedicated to the New York, 
New Haven & Hartford. Motion pictures were shown by a rep- 
resentative of that line of the fish, vegetable and governmental 
terminal facilities at Boston. The following representatives of 
the New York, New Haven & Hartford were guests: W. H. 
Furbish, traveling freight agent, Atlanta, Ga.; J. J. Malloy, 
traveling freight agent, Atlanta, Ga.; John L. Folsom, traveling 
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Something new. In fact, an innovation. 


Only one supplement to this tariff 1. C. C. No. A-10314 
will be in effect at any time. 


Illinois Central Railroad Company 


~The Yazooand Mississippi Valley Railroad Company ¢Fxs-no. 18) 


——IN CONNECTION WITH—— 


EAST ST. LOUIS CONNECTING RAILWAY COMPANY—FX5—No. 216 
REDWOOD LINE, INCORPORATED, FX5—No. 1 
ST. LOUIS MERCHANTS BRIDGE TERMINAL RAILWAY COMPANY, FX5-No. 198 
THE ST. LOUIS TRANSFER RAILWAY COMPANY, FX5-No. 216 
TERMINAL RAILROAD ASSOCIATION OF ST. LOUIS, FX5-No. 126 
THE WIGGINS FERRY COMPANY, FX5-No. 216 


FREIGHT TARIFF Stamp here date received 


16273-A 
OF 


JOINT RATES 


COMMODITIES 


FROM POINTS IN | TO 


i | 


ILLINOIS and INDIANA ALAMEDA, CALIF. 


Also LOS ANGELES HARBOR (WitmincrTon), CALIF. 
| 
Henderson, Ky.. Owensboro, Ky. OAKLAND. CALIF. 


Hopkinsville, Ky. Paducah, Ky. 
SAN FRANCISCO, CALIF. 





Louisville, Ky. St. Louis, Mo. 


VIA 
~ NEW ORLEANS, LA. 


REDWOOD LINE, INCORPORATED 


AND 


a PANAMA CANAL 


Governed, except as otherwise provided herein by Official Classification No. 49, Agent D. T. Lawrence’s 
I. C. C.-O. C. No. 49, supplements thereto and reissues thereof. 


ISSUED APRIL 18, 1928 EFFECTIVE MAY 31, 1928 


Issued by 
F. H. LAW, 
General Freight Agent, 
C. R. R. (N. & W. Lines), 
CHICAGO, ILL. 

D. W. LONGSTREET, Vv. D. FORT, CHARLES C. CAMERON, JOS. HATTENDORF, J. L. SHEPPARD, W. M. RHETT, 
Traffic Manager, Assistant Traffic Manager, Asst. Freight Traffic Mer., Asst. Freight Traffic Megr., General Freight Agent, General Foreign Agent, 
CHICAGO, ILL. CHICAGO, ILL. CHICAGO, ILL. I. C. R. R. (Sou. Lines), L C. R. R. (Sou. Lines), CHICAGO, ILL. 

and The Y. & M. V. R. R., and The Y. & M. V. R. R., 
MEMPHIS, TENN. MEMPHIS, TENN. 


z 


(XD-15-4474-D) . 
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freight agent, Atlanta, Ga., and W. J. Fillingim, general south- 
ern freight agent, Atlanta, Ga. Also, as guests, were the fol- 
lowing representatives of Nippon Ysen Kaisha Line of Tokio, 
Japan: N. O’Htani, managing director, Tokio; Y. Nagafhima, 
passenger traffic manager, Tokio; S. J. Imar, purchasing agent, 
Tokio; J. King Steele, San Francisco representative; Charles 
Harrington, local representative. N. O’Htani is president of 
the Rotary Club of Tokio. William Allen, who will represent 
the Port of New Orleans in the interior, was introduced. 


Personal Notes 





Benjamin D. Webber, formerly general manager, Canadian 
Pacific Despatch, died at his home at East Sandwich, Mass., 
May 27. 

"Tn. A. Denney has been appointed traveling freight agent, 
Mississippi Central, at Shreveport, La. 

The Midwest Freight Traffic Service Bureau, Inc., Chicago, 
has gone out of business. W. F. Coyne, one of the principals, 
announces his continuation in traffic work as a member of 
Coyne and Buster. 

The following appointments have been made on the At- 
lantic Coast Line: E. W. Brown, commercial agent, St. Peters- 
burg, Fla.; J. H. Hatcher, commercial agent, Miami, Fla.; J. T. 
Griffin, traveling freight agent, Miami, Fla.; G. H. Howe, trav- 
eling freight agent, Lake Wales, Fla.; W. N. Ernst, division 
freight agent, Richmond, Va.; S. J. Eldredge, commercial agent, 
Philadelphia, Pa., and E. J. Clay, commercial agent, New York. 

BE. E. McCullough has been appointed general agent, West- 
ern Pacific, at Omaha. 

William Hodgdon, assistant to the general traffic manager 
of the Pennsylvania, died in Chicago on May 29. He was 68 
years old. He entered the Pennsylvania service as general 
freight agent at Cleveland. He was later commercial agent at 
Columbus, O., general freight agent at St. Louis, freight traffic 
manager for the Pennsylvania Lines West of Pittsburgh, and 
in 1917 was promoted to traffic manager of the same territory. 
He served as tariffic assistant to the regional director of the 
United States Railroad Administration at Philadelphia in 1919. 
He was made traffic manager of the old Northwestern region 
on March 1, 1920, and assistant to the general traffic manager, 
with headquarters at Chicago, on November 1, 1925. 

C. F. Reynolds has severed his connections with the Mer- 
chants’ and Manufacturers’ Traffic Service, San Diego, Calif., 
and has accepted appointment as traffic manager for the San 
Diego Chamber of Commerce. 

R. E. Kelly has been appointed manager development and 
colonization, Southern Pacific, at San Francisco. Edward H. 
Sharpe and F. Q. Tredway have been appointed assistant man- 
agers development and colonization. George W. Barr has been 
appointed agricultural agent. Erich F. Stuewe has been ap- 
pointed agricultural editor. 


NORTHWEST ADVISORY BOARD 


The annual meeting of the Montana division of the North- 
west Shippers’ Advisory Board will be held at Bozeman, Mont., 
June 28. The commodity committees will present reports esti- 
mating the car requirements in their various lines, with par- 
ticularsreference to the peak movement of grain and live stock 
in August, September, and October, and the railroads will make 
their reports as to condition of equipment and like matters. 





TRANS-MISSOURI-KANSAS BOARD 


The effect of 17,500 “combines” in the wheat fields of Kansas - 
on the number of box cars that will be required to move a crop 
that promises to be one of the largest in the history of Kansas, 
will be the main feature of the meeting of the Trans-Migsouri- 
Kansas Shippers’ Advisory Board at Wichita, June 20, it is 
announced. Seven hundred farmers, country elevator operrtors, 
terminal elevator managers from Wichita, Hutchinson, Salir<, 
Kansas City and other points, board of trade members and rail- 
road operating men are expected to be in attendance. Estimates 
of the number of grain cars required to move the crop will be 
presented and each of the railroads will be asked to report on 
the number of cars they have stored on side tracks as well as 
what preparations are being made to meet the demands of the 
wheat shippers for transportation service. Because of the ex- 
pected heavy yield, coupled with the great increase ,in the 
number of combines in service, it is believed that the wheat belt 
confronts a possible transportation question more serious than 
any that have been presented for several years. 

J. E. Gorman, president of the Rock Island Lines, will 
address the meeting on “Railroad Transportation,’ and Colonel 
Paul Henderson, vice-president of National Air Transport, Inc., 
will talk on the “Future of the Airplane Transportation.” Clyde 
M. Reed, of Parsons, Kansas, general chairman, will preside. 
The Wichita Chamber of Commerce, Wichita Board of Trade, 
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and Wichita Traffic Club, have united to arrange a banquet fo 
the members and visitors after the business session. 


SOUTHEAST ADVISORY BOARD 


The twenty-second regular meeting of the Southeast Ship. 
pers’ Advisory Board will be held at Savannah, Ga., June 3 
An attendance of 600 representatives of agriculture, commerce 
industry and transportation is expected, according to an. 
nouncement. 

Mayor Thomas W. Hoynes will deliver the address of wel. 
come. J. J. Polley, president, Central of Georgia; Gordo 
Saussey, general counsel, Savannah Port Authority, and Antop 
P. Wright, president, Savannah Bank and Trust Company, wijj 
be the principal speakers. 

Estimates as to the volume of business expected in the 
third-quarter of this year, as compared with 1927, and results 
of surveys relative to trends of production, markets, distribution 
and stocks on hand within each basic industry will be submftteq 
by the commodity committees. 

The railroads will report on their ability to handle the 
anticipated traffic and acquaint the shippers with condition of 
and additions to their rolling stock together with improvements 
under way or in prospect. 

The general transportation situation will be covered by 
W. C. Kendall, manager, car service division, American Railway 
Association, Washington, D. C., and R. W. Edwards, district 
manager, with headquarters at Birmingham, Ala., will report 
on conditions in the southeast. ; 

S. L. Yerkes, vice-president, Grider Coal Sales Agency, Bir. 
mingham, general chairman, will preside, assisted by T. J. Burke, 
commissioner, Charleston Traffic Bureau, Charlestown, S. C, 
vice-chairman, and E. Del Wood, traffic manager, Chattanooga 
Manufacturers’ Association, Chattanooga, Tenn., secretary. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
May 15-22, inclusive, was 299,521 cars, as compared with 299,629 
cars in the preceding period, according to the car service di- 
vision of the American Railway Association. No shortage was 
reported. The surplus was made up as follows: 


Box, 119,438; ventilated box, 1,866; auto and furniture, 16,328; 
total box, 137,632; flat, 6,352; gondola, 55,943; hopper, 53,366; total 
coal, 109,309; coke, 1,227; S. D. stock, 22,444; D. D. stock, 3,475; re- 
frigerator, 17,416; tank, 426; miscellaneous, 1,240. 


Canadian roads reported a surplus of 11,500 box, 1,000 
refrigerator and 200 miscellaneous cars. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended May 26 totaled 19,344 cars, as compared with 18,- 
228 cars (revised) the preceding week, and 15,927 cars in the 
corresponding period of 1927, according to carrier reports to 
the Bureau of Agricultural Economics of the Department of 
Agriculture. Shipments were reported as follows: 


Apples, 389 cars; asparagus, 69 cars; cabbage, 1,036 cars; can- 
taloupes, 1,847 cars; imports, 11 cars; carrots, 230 cars; cauliflower, 
50 cars; celery, 274 cars; imports, 44 cars; cherries, 275 cars; cu- 
cumbers, 355 cars; eggplant, 6 cars; imports, 1 car; grapefruit, 211 
cars; imports, 26 cars; green peas, 388 cars; lemons, 425 cars; lettuce, 
745 cars; miscellaneous melons, 1 car; imports, 42 cars; mixed citrus 
fruits, 79 cars; mixed deciduous fruit, 15 cars; mixed vegetables, 884 
cars; imports, 3 cars; onions, 802 cars; oranges, 1,292 cars imports, 
4 cars; peaches, 5 cars; peppers, 66 cars; imports, 3 cars; plums 
and prunes, 65 cars; spinach, 85 cars; strawberries, 2,504 cars; string 
beans, 300 cars; sweet potatoes, 176 cars; tomatoes, 1,273 cars; im- 
ports, 43 cars; watermelons, 147 cars; imports, 6 cars; potatoes, 
2,443 cars; imports, 4 cars. 


TAX ON AUTOS REPEALED 


Approval by President Coolidge of the tax reduction bill, 
which carriers repeal of the excise tax of 3 per cent on auto- 
mobiles, will save purchasers of new automobiles $65,000,000 
annually, says the American Automobile Association... It says 
that, under the tax, car owners had paid to the government a 
total of $1,068,303,366 since 1917. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
May 1, was 70.7, according to the car service division of fhe 
American Railway Association. By classes of equipment the 
percentages were as follows: Box, 62.2; refrigerator, 79.5; coal 
and coke, 76.3; stock, 86; flat, 78.6; tanks and others, 94.8. By 
districts the percentages for all classes were as follows: Eastern, 
62; Allegheny, 78.5; Pocahontas, 61.7; Southern, 71.1;' West- 
ern, 73.2. . 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, Class I roads, as of May 1, showed the 
following: Eastern district, 99.1 as against 99 a year ago; Alle- 
gheny, 102.5 as against 102.1 a year ago; Pocahontas, 76.4 as 
against 77.8 a year ago; Southern, 95.5 as against 97.7 a year 
ago; Western, 96.8 as against 98.2 a year ago; all districts, 97.4 
as against 98.2 a year ago; Canadian roads, 99.6 as against 
96.5 a year ago. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons judieg with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. traffic man of long experience 
© practical traffic 
traffic man but to 


and wide knowledge will answer Dy ape relati 


oblems. We do not desire to the place of 
help him in his work. ¥ ‘ 

The :— is Lge Be — to answer _— ite Gone ~~ 
uestion, legal or traffic, it may appear to us unwit answ' 
- that Envolves a saa too complex tor the kind of investigation 

herein contemplated. 
ne iaiven Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Tariff Interpretation—Orders for Cars 

Ohio. —Question: What is the proper application as to ap- 
plicable carload minimum weight covering graduated minimums 
for various car lengths shown in item 1021 of Exceptions I-M 
Leland’s I. C. C. 1807? 

Shipper’s written car order to carriers carries no designa- 
tion as to 40-foot car, shipper’s written order simply showing 
track number on which to be spotted, the kind of car, viz., box, 
capacity and classification of car for loading of iron and steel 
articles subject to damage by water, likewise showing con- 
signee, destination and route, and which form of car order for 
many years shippers have used ordering cars from carriers, and 
where no advice of car was shown it is understood to mean 
standard box cars, but where cars of length other than standard 
36 foot 6 inch car required, the written order shows length of 
car desired. 


Carriers supplied 40-foot car, which was not ordered by 
shippers, and are now assessing freight on basis of graduated 
minimum for 40-foot car, and use as their authority the gradu- 
ated minimums carried in above exceptions, item 1021, as rep- 
resenting the applicable minimum for car used, and refuse to 
apply the rule generally accepted giving benefit to shippers of 
minimum for standard cars when loaded for carrier’s conven- 
ience as was done in the instant case where 40-foot car was not 
ordered, carriers claiming that under wording of the Exceptions 
for car used without regard to carriers supplying without being 
ordered 40-foot car, thus depriving shipper of benefit of such 
interpretation. 


Is not the graduation in item 1021 of 1-M to be read as pub- 
lished as nothing more than a portion of rule 34 of classifiaction, 
and the same rules governing as regarding the ordering of cer- 
tain length cars by shippers, viz., the furnishing of cars of 
different lengths by carriers other than ordered by shippers, 
giving benefit to shipper of applicable minimum for car ordered 
and as used for carrier’s convenience? 

Answer: In our opinion, the following provisions of item 
180 of Agent Leland’s Exceptions 1-M, I. C. C. 1674, govern as to 
the minimum weight upon which charges should be assessed, 
under a car order such as that outlined in the second para- 
graph of your letter. 


When articles subject to Items Nos. 288 or 294, of. this classifica- 
tion or Rule 34 of Current Western Classification, or shipment of 
furniture or vehicles, are loaded in or on cars 36 feet 6 inches or 
less in length, they shall be charged at the minimum carload weights 
specified therefor in this Classification or Commodity Tariffs (actual 
or estimated weight to be charged for when in excess of the minimum 
weight). Except as provided in Section A and B of the Item, if such 
articles are loaded in or on cars exceeding 36 feet 6 inches in length, 
the minimum weights to be charged shall be as provided in Items 
Nos. 288 and 294, or reissues, of this Classification, or Rule 34 of 
current Western Classification or Commodity Tariffs (actual or esti- 
— to be charged for when in excess of the minimum 
weight). 

(a) When a shipper orders a car 36 feet 6 inches or less in length 
for furniture or vehicles, or articles “subject to Items Nos. 288-and 
294 or reissues, of this Classification, or Rule 34 of current Western 
Classification” and the carrier is unable to furnish car of desired 
length when ordered, a longer car will be furnished under the fol- 
lowing conditions: 

“Ist. If the carrier is unable to furnish car of desired length but 
furnishes a longer car not exceeding 40 feet 6 inches in length, the 
minimum weight for the car furnished shall be that fixed for the 
car ordered, except that when the loading capacity of the car is used, 
the minimum weight shall be that fixed for the car furnished.” 

(c) Except when furnished by carrier in place of a shorter car 
ordered, if a car over 36 feet 6 inches in length is used by shipper 
for loading furniture or vehicles or articles subject to Items Nos. 
288 or 294 of this classification, or Rule 34 of Western Classification 
No. 60 (Consolidated Freight Classification No. 5), R. C. Fyfe’s I. 
Cc. C. 18, without previous order having been placed by shipper with 
earrier for a car of such size, 


the minimum weight shall be that 
fixed for the car used. 


If the shipper’s order for a car was in fact an order for 
a 36-foot 6-inch car, the provisions of paragraph A of item 180 
above quoted, are applicable. If, however, the shipper’s order 
for a car was not a definite and certain order for a 36-foot 6-inch 
car, the provisions of paragraph C, of item 180, are applicable, 
under the decision in A. W. Miller Saw Mill Company vs. C. M. 
& St. P. Railway, 45 I. C. C. 21. 

Shipping—Lay and Running Days—Computation of Time 

Canada.—Question: A steamer is chartered for a cargo of 
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3,300 gross tons from port A to port B, steamer to have the 


privilege of proceeding via port or ports for other cargo. 

The lay days for discharging commencing from the time 
captain reports himself ready to discharge cargo, whether i, 
berth or not, at the average rate of 500 tons per weather wo. 
ing day. 

Steamer loads in all hatches over original cargo 1,400 grog : 
tons of other freight for port B. 

Steamer is delayed three days awaiting berth at port 3 4 
Do the lay days on the original cargo commence after the exty, 
cargo is discharged, or is the delay awaiting berth chargeabh) 
to original charterer? 

Answer: Lay days are the days specified in a contract y 
affreightment, in which the charterer of a vessel is permitteg 


to detain her for loading or unloading, without incurring liability C 
to pay demurrage. The prevailing doctrine in this country j ente 
that unless the charter party or bill of lading manifests , Pek 
contrary intention, stipulated lay days do not begin to run xg pan 
against the consignee until the vessel has arrived at her berth : 

or other usual and customary place for loading and unloading - . 
and as in actual readiness to discharge her cargo in accordance inte 
with her legal obligation. However, the insertion in the stan¢. tweé 


ard form of charter party of the words “whether in berth 
not” after the phrase “time to commence to run when steamer I 


is ready to unload and written notice given” causes the lay tio! 
days to begin to run from the time the notice is given, whether ant 
a berth is ready or not. W. K. Niver Coal Company vs. Che. 

ronea Steamship Company, 142 Fed. 402. the 


If lay days under charter party containing the clause 
“whether in berth or not” run from the time of the giving of 
notice that the vessel is ready to unload, and is ready, whether 
at her designated berth or not, where a vessel is delayed three 
days awaiting a berth at port B, the lay days could not begin & 
on the original cargo after the extra cargo had been discharged, & 
but must necessarily run thereon from the date of the giving 
of aotice that the vessel is ready to unload, and therefore the 
delay awaiting berth is chargeable to the original charterer. 

Limitation of Actions 

Virginia.—Question: . Please refer to your answer to our 
inquiry, on page 1128 of the May 5, 1928, Traffic World. Inas. 
much as your answer to “Florida” on the same page in a way 
conflicts, we are asking for further information, as follows: 

Suppose a shipment moved to point A, to which point a 
rate of $1.10 applied, and that to point B there existed a rate 
of $1. If reparation were sought on basis of the $1 rate, must 
the complaint be filed within two years, or would the three-year I 
limitation be applicable? 

Furthermore, is not an overcharge an overcharge, regardless 
of whether it is for routing or otherwise, and, if so, why not the 
three-year limitation instead of two year? 

Answer: With respect to your first question, the provisions 
of subdivision B of paragraph 3, of section 16 of the act, would 
require the filing of a claim for reparation with the Commission 
within two years from the date of the delivery of the shipment. 

A claim for misroute is not considered by the Commission 
as an overcharge, in so far as the period of limitations provided 
for in section 16 of the act is concerned, and, therefore, the 
two-year period prescribed in subdivision B, and not the three- 
year period in subdivision C, of paragraph 3, of section 16 of 
the act, is applicable. 


- Tariff Interpretation 


Oregon.—Question: Have recently noticed three excerpts 
from the decision rendered in Norfolk & Southern R. Co. vs. 
Treeman Supply Corporation (Va., 1926), 183 S. E. 817, which are 
contrary to our understanding of the definitions as applied by 
the Interstate Commerce Commission. Will you kindly review 
and advise on the following: 

Ruled that established carload commodity rate removes 
class rate does abrogate rule that commodity rates govern only 
when lower than class rate. 

Where rate applies to specific commodity alone it is “com- 
modity rate,” and where single rate applies to a number of 
articles of same general character, it is “class rate.” 

Rate on sand and gravel of 40 per cent less than “L,” Vir- 
ginia classification, is not a lettered class, and therefore can 
be considered as a commodity rate in constructing a combination 
rate. 

Answer: The decision to which you refer covers an intra- 
state shipment moving between two points in the state of 
Virginia. Therefore, the findings of the court have no relation 
to the rulings of the Interstate Commerce Commission, which 
govern interstate shipments only. It is true, as you state, that 
the findings of the court are not in accord, in general, with 


the rulings of the Interstate Commerce Commission upon the 
questions involved. 


Liability of Carrier Where Goods Are Improperly Packed or 
Loaded by Shipper 
North Carolina.—Question: Will you please give us the 
benefit of your opinion and any citations that you can find deal- 
ing with the following: 
A carload shipment of potatoes was made from A to B, 
consisting of 200 barrels. The delivering carrier maintains a 
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recoopering station at B, and if any shipments are found to be 
damaged, they are recoopered before delivery. Further, the de- 
livering line unloads the shipments at destination and the con- 
signees call for the same at a designated place and receipt for 
the number of paekages that are delivered to them. In this 
particular shipment, which was covered by bill of lading con- 
taining “S. L. & C.” notation, there was one barrel short, 199 
being delivered to consignee. Claim was filed for this shortage 
and the carrier advises that investigation develops that 11 barrels 
in this shipment were damaged and the contents were scattered 
over the car, which were gathered and placed in 10 barrels, 
creating a shortage of one barrel, alleging the damage to have 
been caused by the inferiority of the containers, declining to 
honor the claim. We do not contend that the carrier did not 
deliver potato for potato, but that they failed to deliver barrel 
for barrel and potatoes are sold on a per package basis. 
Answer: There are numerous cases which relate to a carrier’s 
liability for loss or damage to goods which are improperly 
packed or loaded by the shipper. Among these cases are the 
following: A. C. L. vs. Rice, 52 Sou. 918; Wilson & Co. vs. 
Hines, 213 Pac. 5; Mitchell vs. Nor. Pac., 213 Pac. 293; G. W. T. 
& P. Ry. Co. vs. Whittnebert, 108 S. W. 150; Hines vs. Buchanan, 
109 S. E. 219; Greenwald vs. N. Y. C. & H. R., 159 N. Y. S. 15. 

The first three cases hold that the carrier is liable for loss 
or injury to goods, even though improperly packed or loaded, if 
that fact is apparent to the carrier or his servants upon ordinary 
observation, the carrier having the right to refuse to receive 
them in that condition. 

The other cases hold that the carrier is not liable if the 
goods are improperly packed or loaded, it being held in Hines 
vs. Buchanan, 109 S. E. 219, that a carrier is not required to 
inspect carloads, loaded by shippers, to ascertain whether the 
goods have been properly packed before proceeding to transport 
them. In A. C. L. vs. Rice, 52 Sou. 918, the court, on page 920, 
said: 


Subject to exceptions, among others not now necessary to enumer- 
ate, that it may properly refuse to accept for transportation goods 
“tendered in an unfit condition’’ therefor, a common carrier is duty 
bound to transport all goods that are properly offered for that pur- 
pose. 4 Elliot on Railroads, Sec. 1466; 1 Hutchinson on Carriers, Sec- 
tions 143-145. But, while a carrier may refuse to accept goods im- 
properly packed, yet if it accepts them in that condition—a condition 
open to ordinary observation—‘‘the duty attaches for exercising due 
eare for its safe carriage.’’ Union Express Co. vs. Graham, 26 Ohio 
St. 595; E. J. & E. Ry. Co. vs. Bates Machine Co., 98 Ill. App. 311, 
315; Hannibal Railroad Co. vs. Swift, 12 Wall. 262, 272, 20 Sou. 423; 
4 Elliot on Railroads, Sec. 1466, page 154; Munster vs. S. E. Ry. Co., 
4C. B. N. S. 676. Mr. Elliot at the citation last made from his work, 
says: “If goods which may be properly rejected are actually, not 
merely constructively, accepted for carriage, a common carrier’s 
liability attaches.’’ 

We think it may be safely ruled in accordance with Hannibal 
R. R. vs. Swift and the other texts and decisions cited, that, first 
the carrier has the right to inspect proffered shipments and to re- 
fuse acceptance when not in fit condition for transportation; second, 
that, if unfit for shipment, and ordinary observation would discover 
that fact, it is the duty of the carrier to refuse the shipment, in 
order that the shipper may, if he can, conform the shipment to a 
fit condition for transportation; and, third, that the acceptance of a 
shipment for transportation without qualification or dissent in re- 
spect to the fitness of its condition for that purpose, subject the 
carrier to all the liabilities ordinarily attaching to an accepted ship- 
ment of the character to which that shipment belongs. 

The-carrier may, in a proper case, refuse a shipment where in 
unfit condition for transportation. If so, it must be a necessary con- 
sequence, that, having accepted the shipment, as tendered, its duty 
is unmodified by the care, sufficiency or insufficiency open to observa- 
tion, of the packing of the shipment so received for transportation. 
It follows, of course, that the insufficiency of the crate or box from 
which the dog escaped, for the purpose here disclosed, was not 
negligence exonerating this carrier. There is no such thing as con- 
tributory negligence in a case of this character. (McCarthy vs. L. 
& N. R. R. Co. (Ala.), 14 Sou. 370) for the statutory reason that if 
negligent at all in the loss or injury to goods committed to a common 
carrier for its service, the carrier is liable, the plea of contributory 
negligence being one of confession and: evidence. 


The case of Hines vs. Buchanan, 109 S. E. 219, contains 
quite a complete review of the authorities on the subject, and 
in this case the court places an entirely different construction 
on the decisions in Hannibal Railroad Co. vs. Swift, 12 Wall. 262, 
from that of the court in A. C. L. vs. Rice, 52 Sou. 918. 

It is a question of fact as to whether the defective packing 
caused the injury sustained by the shipper, the burden being 
upon the carrier to prove that the injury resulted from this 
cause. 

Transit—No Duty Resting Upon Carrier to Advise Shipper that 
Joint Through Net Rate Not Applicable via Transit Point 

Pennsylvania.—Question: A bulk shipment of oat feed is 
shipped from an Ohio point via carrier “A” to Buffalo, N. Y., 
for milling in transit. It was subsequently forwarded via carrier 
“B” to a milling point on carrier “C” for remilling. The millers 
ordered that part of the shipment which was milled, forwarded 
to a point beyond the latter line and executed a bill of lading 
to that effect, expecting to be accorded the benefit of the 
through rate, plus transit charge, from point of origin to ulti- 
mate destination. However, the through rate does not apply 
from points on carrier “A” except to local stations located on 
carrier “C,” and, as shipment was billed to an ultimate des- 
tination served by another carrier, it became necessary to assess 
joint rates thereon to and from the point milled. 

The millers contend the agent should have notified them the 
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shipment could not receive the benefit of the through rat 
that his failure to do so makes the carrier responsible for ty 
additional charges. This appears to be an implied Misquotatio, 
of rate, as it is their contention that by the agent’s acceptang 
of the bill of lading, they inferred the through rate could apply 
Are not the shippers also charged with presumed Knowledge 
of the facts and rates applicable, as well as the agent? 

Answer: While we do not locate an opinion of the Cop, 
mission so holding, it is our opinion that there is no duty rey, 
ing upon a carrier to advise a shipper that the joint through 
rate from point of origin to point of final destination js hot 
applicable via the second milling point. This for the reason 
that transit does not necessarily presuppose the application gf 
a joint through rate on the shipment, although transit is, as , 
general rule, associated with the application of a Specific 
through rate which is usually less than the sum of the inte. 
mediate rates to and from the transit point. 

Switching—Extension of Switching Limits 

Mississippi.—Question: We have an industry located within 
the city limits of a given city on the tracks, of, we will call it 
“A” Railroad, six miles from the terminal station and six mile 
from the interchange with ten other railroads in this city. Rajj. 
road “A” does not include our industry in the switching limits 
of this terminal and charges us local rate of freight on all cay. 
load shipments from connecting lines to our industry. 

Their switching limits now extend to include an industry 
1,200 feet from our industry, but they have refused to extend 
the switching limits to include our industry, and we pay local 
freight. 

Please advise any law, rule or custom that would force 
carrier “A” to handle business from its connections in this city 
to our industry on a switching charge. 7 

Answer: The mere fact that an industry, having a private 
siding, is located at a point within the city limits, does not, in 
itself, indicate that said industry track should be included within 
the city limits and entitle the industry to the rates applying to 
the city in question, but all of the circumstances surrounding 
a given case must be considered in determining whether or not 
the industry track should be included in the switching limits 
and line-haul rate protected on shipments for delivery on such 
track, assuming, of course, that the line-haul carriers will ab- 
sorb the switching charge of the delivering carrier if a switch. 
ing charge is published to the industry from connections of 
the delivering line with the line-haul carriers. See New Bedford 
Board of Commerce vs. Director-General, 55 I. C. C. 322. In this 
case the Commission said: 


€ and 


Carriers are within their rights in establishing reasonable terri- 
torial limits for the operation of their switching engines and in giving 
industries within those limits the benefit of any resulting economies. 
Charges to points without the switching limits may not only be 
higher for the greater distance, but for the different character of 
service, where more expensive. Such charges should not, however, 
exceed what is sufficient properly to recompense the carrier for the 
extra service rendered. 


See also Settle & Co. vs. A. G. S., 39 I. C. C. 592; Nivison- 
Weiskopf Co. vs. A. & V. Ry. Co., 128 I. C. C. 233; Switching 
at Hagerstown, 102 I. C. C. 14; Rochester Switching Case, 95 
I. C. C. 30; New England Brick Co. vs. B. & M. R. R., 129 I. C. C. 
607. 

Damages—Declared or Released Valuation 

Missouri.—Question: Please refer to your answer on page 
48 of the January 7, 1928, Traffic World, under the caption, 
“Damages—Declared or Released Valuation,” and advise if your 
opinion still remains unchanged, after reading the decision in 
Adams Express Co. vs. Darden, 265 U. S. 265, which is a later 
decision than the ones you quote. 

The Cummins amendment to the interstate commerce act, 
section 11, provides that the carrier shall be liable for the full 
actual loss. Then certain exceptions are made, one of which 
exempts the carrier from such liability when it has been ex- 
pressly authorized or required by the Interstate Commerce 
Commission to establish rates dependent upon value declared. 
The classification at page 277 provides for basic values on the 
various kinds of live stock, chiefly valuable for breeding pur- 
poses, etc.; but I do not find any reference to any order of the 
Interstate Conimerce Commission requiring and authorizing such 
basis of rates, nor can I find reference to any case of the Com- 
mission which does so. 

Kindly advise us your opinion regarding this matter. 

Answer: The shipments covered by the decision of the 
Supreme Court of the United States in Adams Express Co. VS. 
Darden, 265 U. S. 265, were made prior to the enactment of the 
second Cummins amendment and while the provisions of the 
first Cummins amendment were in effect. The first Cummins 
amendment prohibited the limitation of liability on the part of 
the carrier, but did not make unlawful the publication of actual- 
value rates. See Cudahy Packing Co. vs. Director-General, 126 
I. C. C. 675. 

We understand the shipment covered by the answer to 
which you refer was one made under a released valuation, and 
not an actual valuation. If so, the decisions in the cases cited 
therein are applicable, in our opinion. 

The ratings in the Consolidated Classification are published 


Ju 
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under authority of the Commission’s Released Rate Order No. 
270, of April 2, 1921. This order reads, in part, as follows: 


It is ordered that the petitioners herein be, and they are hereby, 
authorized to establish by filing and posting in the manner pre- 
scribed in Section 6 of the Interstate Commerce Act, and to there- 
after maintain until otherwise ordered by the Commission, rates on 
live stock chiefly valuable for breeding, raising, show purposes or 
other special uses, as specified in said Twentieth Section Application, 
shipped in interstate commerce, dependent upon value declared in 
writing by the shipper-or agreed upon in writing as the release value 
of the property, as set forth in said application. 


This released rate order is referred to in item 5, page 279, 


of Consolidated Freight Classification No. 5. 


Routing and Misrouting—Omission of Terminal Delivery in Way- 
bill—Liability for 

Massachusetts.—Question: The following is a case about 
which we are directly interested, and we would like your opin- 
ion on the same. 

A car of potatoes was billed, order notify, from A to B, 
a point in the United Statees. From there it was diverted on 
original order notify bill of lading to X Street for Y Street de- 
livery, at B, C Railroad. Diverting Carrier omitted on the way- 
bill, “for Y Street delivery.” Consequently the car arrived at 
X Street and there placed, remaining on track several days 
until error was discovered, and forwarded to Y Street, where 
car was inspected and refused on account of grade condition, due 
to delay. The bill of lading did not specify “allow inspection,” 
but railroad permitted government inspector to inspect car for 
consignee, resulting in rejection. This inspection was made by 
government inspector for consignee after arrival at Y Street, 
which was after car had remained on hand at X Street for 
five days. The bill of lading did not read “allow inspection,” 
but the printed form of confirmation of sale from broker to 
us, copy of which was sent to consignee, did read ‘allow inspec- 
tion.” The bill of lading was properly indorsed by diverting 
carrier, “to X Street for Y Street delivery.” 

Kindly advise what decisions you have on the inspection 
proposition. Also, your opinion of our chances of claim with 
carrier, on account of erroneous delivery, and declining market, 
citing any similar case you may have on record. 

Answer: With respect to the liability of carriers for mis- 
routing resulting from the omission from the waybill of the 
delivery point shown in the bill of lading, see Robinson Clay 
Product Co. vs. A. C. & Y. Ry. Co., 40 I. C. C. 177. In this 
case the Commission, on page 179, said: 


We are of the opinion that the notation on the waybill ‘438d St. 
Team Tracj’’ did not justify the Nickel Plate in delivering the car 
to the Chicago Junction Railway, as the final letter was obviously a 
clerical err. The expression ‘43d St. Team Track’? by itself would 
not have sufficed for Illinois Central delivery, as there are a number 
of roads having Forty-third street team tracks in Chicago. But that 
only made it the duty of the Nickel Plate to hold the shipment and 
demand instructions from the intial carrier. Instead of pursuing 
that course, or of attempting to ascertain from the consignee the 
delivery desired, the Nickel Plate assumed the responsibility of 
delivering the shipment to the Chicago Junction Railway. It is, there- 
fore, responsible to the shipper for the resulting damages, notwith- 
standing the error of the initial carrier. Duluth & Iron Range R. R. 
co. va. C., St. P. BM. & O. Ry.. Co., 18 L CC. C. 4a. 


The Commission has held that a carrier is liable for decline 
in market price resulting from delay due to misroute. See 
Danzer & Co. vs. G. & S. I. R. R. Co., 69 I. C. C. 59. 


In several cases it has been held that a carrier is not liable 
in conversion for the value of goods because of an unauthorized 
inspection. See Hines vs. Scott, 248 S. W. 663; Ernest vs. 
D. L. & W., 184 N. Y. S. 322, and cases cited therein; Elm City 
Lumber Co. vs. A. C. L., 88 S. E. 139; Quinn-Shepardson Co. 
vs. Great Northern Ry. Co., 169 N. W. 422; Plumb vs. Bridge, 
138 XN... ¥. B. Sz. 


In the case first referred to above the court, on page 667, 
said: 


Under the authorities cited it is not sufficient to show a cause 
of action against the carrier, merely to show that the purchaser; 
déclined the shipment as a consequence of the inspection. In the 
present case there is no allegation or proof that the apples would 
have been accepted if the inspection had been refused. To consti- 
tute a cause of action against the carrier, it was necessary for appellee 
to show that there was loss, damage, or injury to the apples, which 
was the result of the inspection made by Turner-Coffield Company. 
The proof shows nothing of the kind. If the shipment was wrong- 
‘fully rejected, appellee had a cause of action against Turner-Cof- 
field Company. If it was rightfully rejected there was no cause of 
action. The act of appellant had nothing to do with making the 
rejection either justified or wrongful. 


Apparently the right of inspection was allowed under the 
contract of sale. As to the respective rights of the seller and 
buyer, see Thick vs. Detroit, U. & R. Ry., 109 N. W. 67; M. A. 
Newmarket & Co. vs. Smith, 146 Pac. 1064; Imperial Produce 
Co. vs. Capitol Chemical Co., 176 N. Y. S. 49, and Whitney vs. 
McLean, 38 N. Y. S. 793. 

You will observe from these cases that whether or not in- 
spection of the goods is permissible prior to the payment there- 
for, is dependent upon what the contract of sale provides as to 
the time of payment. If the contract of sale is silent on this 


question, the right of inspection exists prior to the payment of 
If, however, the 


the draft accompanying the bill of lading. 
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terms of the contract of sale provide for the payment of the 
purchase price by sight draft, with bill of lading attached, 9, 
contain terms of a similar import, the payment of the draft is 
a condition precedent to the inspection of the goods. 
Conversion—Liability of Carrier 

Ohio.—Question: The following situation arose some time 
ago on a shipment which was refused by consignee: 

The fact that this shipment was unclaimed was reported ty 
us properly by the railroad company and disposition furnisheq 
for return to ourselves and we furnished the railroad company 
with the bill of lading upon which the shipment traveled ang 
a new set of bills of lading to cover the return to ourselves, 

The new bill of lading was signed by the agent at desting. 
tion under date of August 5, 1927, showing the return of the 
shipment-to us. On August 9, 1927, four days after the agent 
signed this through bill of lading, he made delivery of the ship. 
ment to the original consignee. 

This delivery, we hdéld, was an absolute conversion on the 
part of the railroad company, inasmuch as they had already 
accepted our return instructions and signed the bill of lading 
and mailed the original bill of lading to us before that date. 

Our contention is that there was a full conversion on the 
part of the railroad company and they were liable to us for 
the full invoice value. It was necessary that legal action be 
taken in order to secure payment of this account. We lost the 
costs of such collection. 

In view of the fact that there was a conversion on the part 
of the railroad company in this wrongful delivery, might we 
endeavor to mitigate such damages by suit against the con. 
signee and thus succeed in making collection of the account, 
would not the railroad company be liable for the loss involved 
in this collection? 

Answer: The liability of the carrier in the instant case is, 
in our opinion, dependent upon whether or not there was a 
conversion of the shipment by the carrier. Delivery by a carrier 
to the rightful-owner is not conversion. The carrier is bound to 
respond to the demands of the real owner for possession of his 
goods, regardless of whether he is the consignor, the consignee, 
or holder of the bill of lading. This is in accordance with the 
general principle of the law of bailments by which the bailee 
is not answerable to the bailor where the bailee has performed 
his legal duty by delivering the goods to the true owner—a 
principle, it is said, which is especially applicable to common 
carriers who must carry for all who offer; but, in order to jus- 
tify delivery to the true owner contrary to, or without, the 
shipper’s orders, the carrier assumes the burden of proving the 
ownership of the person to whom delivery was made. There 
is, however, no rule requiring the carrier to give notice to the 
bailor of such delivery. King vs. Richards, 37 American De- 
cisions, 420; Temple vs. R. Co., 129 S. E. 815; 200 N. Y. S. 87, 
179 N. W. 899; Getchell vs. R. Co., 187 Pac. 707. 

Recovery of the sale price can, of course, be had from the 
buyer, but if the carrier’s delivery of the shipment did not 
constitute conversion in that delivery was made to the true 
owner of the goods, the carrier cannot be held liable in any 
amount. 

State vs. Interstate 


California.—Question: We are making regular carload ship- 
ments from the interior of this state to San Francisco via rail, 
then reshipping via water to the eastern coast, some going ex- 
port from San Francisco. 

Shipments are billed from ourselves in the interior to our- 
selves care of various steamers in San Francisco. We take 
possession of goods and reship water to the final destinations. 
There are no through billing arrangements or through rates 
with carriers and intrastate class rates are assessed and inter- 
state refrigeration charges are applied. 


The question is, “Are the carriers entitled to assess inter- 
state charges on shipments moving wholly within the state?” 

We contend that, inasmuch as we are obliged, through lack 
of through billing arrangements and through rates, to take 
possession of goods within the state, that carriers cannot law- 
fully collect interstate rates. 

Would be pleased to have your opinion in this matter and 
to cite us to any rules of the Interstate Commerce Commission 
or court decisions that are to the point. 

Answer: Assuming that there is an existing and continu- 
ing intention, at the time the shipment is delivered to the rail 
carrier at point of origin, to make a through shipment to the 
final destination thereof, and that the shipment does not come 
to rest at the port of discharge prior to the final rail haul, it is 
our opinion that, under the Commission’s opinions in Tampa 
Fuel Co. vs. A. C. L., 43 I. C. C. 231; International Agricultura! 
Corp. vs. Director-General, 60 I. C. C. 726; Du Pont De Nemours 
& Co. vs. Director-General, 74 I. C. C. 191; Germain Co. vs. 
L. & N., 85 I. C. C. 449; Schloss & Kahn Grocery Co. vs. L. & 
N., 95 I. C. C. 618, the interstate rate is applicable for the final 
rail haul. 

As to what constitutes an existing and continuing inten- 
tion to make a through interstate shipment, see the discussion 
on pages 316 to 318 of the Commission’s report in Goldsboro 
Chamber of Commerce vs. A. C. L., 91 I. C. C. 315; Muse Lumber 
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Co. vs. Director-General, 85 I. C. C. 267; Alexander Grocery Co. 
vs. B. S. L. & W. Ry. Co., 104 I. C. C. 155, 156; American Re- 
fining Co. vs. St. L. & S. F. R. R. Co., 50 I. C. C. 270, and 
Southern Pacific Ownership of Atlantic Steamship Lines, 43 
I. C.. C. 36s, 179. 

The fact that a rail haul follows or precedes transportation 
by a carrier not subject to the jurisdiction of the Interstate 
Commerce Commission, aside from import or export traffic to or 
from foreign countries, does not appear to have any bearfng, in 
the opinion of the Commission, upon the question of its juris- 
diction over the rail haul between the port and the origin or des- 
tination located in the same state. We direct your attention to 
the dissenting opinion of Commissoiner Hall on page 235 of the 
report in Tampa Fuel Co. vs. A. C. L., 43 I. C. C. 231, which case 
is, however, followed in 60 I. C. C. 726 and 74 I. C. C. 191. 


SAND AND GRAVEL COMPROMISE 


Hearing in I. and S. 3093, sand, gravel, and crushed stone 
from Indiana points to destinations in Illinois, at Chicago be- 
fore Examiner Fuller May 28, was adjourned to permit the 
parties to hold a conference in the offices of the Illinois com- 
mission the following day for the purpose of formulating pro- 
cedure through which, it was hoped, the matters involved might 
be compromised. It was explained that the issues involved in 
the I. and §S. case were affected by two cases before the Illinois 
commission. Those cases are dockets 17841, Halliday Sand 
Company, and 17843, Anna Stone Company. 

At the meeting May 29 it was decided to call a conference 
of the interested shipper and railroad representatives for June 
19 at Springfield, Ill. 

The interstate case involves rates from Terre Haute, Green 
Castle and other Indiana points to points in southern [Illionis. 
The Illinois cases involve rates between points in the same 
southern Illinois territory. The parties present expressed the 
opinion that a satisfactory settlement of the matters involved 
could be reached informally. 





ATLANTA TIME ZONE CASE 

The Commission, in No. 10122, standard time zone investi- 
gation, has allowed the withdrawal of the petitions for recon- 
sideration of the decision in this case, heretofore granted by 
it, filed by the Atlanta Clearing House Association and others, 
in so far as the petitions relate to Atlanta. The Commission, in 
allowing the withdrawal of the petitions, said the order recon- 
sidering the proceedings and all further proceedings herein 
upon such reconsideration were withdrawn and suspended. 


WAGE INCREASE AWARD 


By an award of a three judge court at Chicago, May 25, 
the class I railroads of the western district will be required to 
grant wage increases to firemen and hostlers in accordance 
with a decision of a board of arbitration made last December 
amounting to approximately $3,600,000 annually. United States 
Circuit Court Judges Evans and Page concurred in finding the 
award of the board legal. Judge Geiger, of Milwaukee, dis- 
sented. 

The railroads challenged the validity of the decision be- 
cause it was made by only four of the six members of the 
arbitration board, the board having adjourned without agree- 
ment. It was reconvened December 17 by its chairman, but 
the twq railroad representatives did not join in further action. 
It was the position of the railroads that the board lost juris- 
diction at the time of the original adjournment. 

A petition in the federal district court for the northern 
district of Illinois before Federal Judge Carpenter presented 
by the railroads had been denied prior to its being carried to 
the court of appeals. 

The award will increase the pay of the employes involved 
approximately 30 to 35 cents a day. 


CHANGES IN DOCKET 


Argument in finance No. 1165, in the matter of the appli- 
cation of the N. Y. C. R. R. for authority to acquire control of 
the Chicago River & Indiana R. R. and Chicago Jct. Ry., as- 
signed for June 6, at Washington, D. C., was canceled and re- 
assigned for June 1, at Washington, D. C. 

Hearing in No. 20703, Boston Wool Trade Assn. et al. vs. 
A. & R. R. R. et al.; No. 20702, Midwest Wool Trade Assn. vs. 
A. & W. Ry. et al., and No. 20571, Midwest Wool Trade Assn. vs. 
A. & E. R. R. et al., assigned for June 1, at Chicago, IIl., before 
Examiner Kerwin, was canceled and reassigned for June 2, at 
Chicago, Ill., before Examiner Kerwin. 


MANUFACTURE OF AIRCRAFT 


The Department of Commerce announces that, according to 
data collected at the biennial census of manufactures taken in 
1928, the establishments engaged primarily in the manufacture 
of aircraft in 1927 built 1,857 airplanes, valued at $12,024,085, and 
105 seaplanes and amphibians, valued at $2,226,520. The pro- 
duction in 1926 was 1,125 airplanes, valued at $7,448,679, and 
61 seaplanes and amphibeans, valued at $1,422,348. The com- 
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bined production of all classes of heavier-than-air craft (air. 
planes, seaplanes, and amphibians) increased from 1,186, valy 

at $8,871,027, in 1926, to 1,962, valued at $14,250,605, in 1927, the 
rates of increase being 65.4 per cent for number and 60.6 De 
cent for value. A similar comparison for 1925 and 1927, baseg 
on a production of 789 aircraft, valued at $6,673,659, in 1995 
shows increases of 148.7 per cent in number and 113.5 per cent 
in value. 

Of the 61 establishments reporting for 1927, 15 were locate 
in New York, 9 each in California and Michigan, 4 each in yj; 
nois, Missouri, and Ohio, 3 each in New Jersey “and Pennsyl. 
vania, 2 in Maryland, and 1 each in Colorado, Connecticut, Iow, 
Kansas, Nebraska, Virginia, Washington, and Wisconsin. 








CONTAINER STANDARDS 


Complete standardization of wooden fruit and vegetable cop. 
tainers, with the exception of crates and boxes, is reported by 
the Bureau of Agricultural Economics, Department of Agricul. 
ture, following the enactment at the current session of Congress 
of legislation covering standards for hampers, round stave 
baskets, and split or market baskets. This legislation supple. 
ments the container act of 1917, which established standards for 
climax baskets for grapes, berry boxes and till baskets. 

The bill covering standard containers for hampers, round 
stave baskets, and market baskets was signed by President 
Coolidge after being on the “pending” list in Congress for more 
than eight years. Department of Agriculture officials charged 
with administration of the act believe that the law “will be of 
great benefit to all parties concerned, protecting the shipper and 
consumer, and helping the manufacturer by reducing costs of 
manufacture through simplifying manufacturing processes.” 

The new law provides that hampers and round stave baskets 
shall be made in the following capacities only: one-eighth bushel, 
one-quarter bushel, one-half bushel, five-eighths bushel, three. 
quarter bushel one bushel, one and one-quarter bushel, one and 
one-half bushel and two bushel. For splint or market baskets 
the following sizes are provided: 4 quart, 8 quart, 12-quart, 16 
quart, 24 quart and 32 quart. The law provides that manufac. 
turers of these three types of containers shall submit to the 
Department of Agriculture for approval their dimension speci- 
fications, approval to be based on tests of samples as to cubical 
capacity and whether containers are deceptive in appearance. 

The penalty provision of the act becomes effective November 
1, 1929, and its enforcement, in conjunction with the container 
act of 1917, will be in the charge of the Bureau of Agricultural 
Economics. While non-standard hampers and baskets may be 
used until November 1, 1929, the department expects to proceed 
immediately with the work of determining whether manufac. 
turers’ specifications are correct. The department is urging 
the continued cooperation of container manufacturers in the 
administration of both container laws with a view to effecting 
economies in the fruit and vegetable container industry. 





LOUISVILLE TO DETROIT PACKAGE CAR 
The Interstate Public Service Company has installed a daily 
package car from Louisville, Ky., to Detroit, Mich., making 
second morning delivery into Detroit. 
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Digest of New Complaints 


2, 
a 


No. 20394. Sub. No. 1. The Nebraska Seed Co., Omaha, Neb., vs. C. 
& N. W. et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on sweet clover seed, from points in Minnesota, North Dakota 
oo Ac caaae to Omaha, Neb. Asks rates for future and rep- 
aration. 

No. 20686. Sub. No. 1. Community Natural Gas Co., Dallas, Tex., vs. 
Santa Fe et al. j 

Rates on cast iron gas meters and regulators, from Erie and 
Wilkinsburg, Pa., to points in Oklahoma and Texas in violation 
of the first section of the act. Asks reasonable rates and repara- 
tion. : 

No. 20833. Sub. No. 10. I. E. Schilling Co., Inc., Miami, Fla., vs. Flor- 
ida East Coast. 

Illegal and inapplicable charges on road making machinery 
ne. mange from Minneapolis, Minn., to Miami, Fla. Asks rep- 
aration. 

No. 20833. Sub. No. 11. Highway Construction Co., Inc., Cleveland, 
O., vs. Florida East Coast. fe 

Illegal charges on power shovels, from Lorain, O., to Miami 
and Cocoanut Grove, Fla. Asks reparation. 

No. 20855. Sub. No. 1. Oklahoma Portland Cement Co., Denver, Colo., 
va. ©. R. L. & G. et al. 

Rates in violation of sections 1 and 3 of the act, on cement, 
from Ada, Okla., to points in Texas. Asks reparation. 

No. 20855. Sub. No. 2. Same vs. Santa Fe et al. 
Same complaint and prayer. 
No. 20855. Sub. No. 3. Same vs. G. H. & S. A. et al. 
Same complaint and prayer. 
No. 20855. Sub. No. 4. Same vs. Fort Worth & Denver City et al. 
Same complaint and prayer. F 
20855. Sub. No Same vs. M.-K.-T. et al. 
Same complaint and prayer. 
No. 20855. Sub. No. 6. Same vs. I.-G. N. et al. 
Same complaint and prayer. 
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The Cotton Concentration Company 


Coneentrators and Distribators of Cotton 
and General Merchandise 


LOCATED AT GALVESTON, TEXAS 
The World’s Largest Cotton Port 


S* High Density Compresses, Capacity 6,000 Bales 
Per Day. 


Eeauipved with Sprinkler System Throughout. 
Reiabie Transportation at a Moment’s Notice. 


Y srious Warehouses’ Storage Capacity 400,000 Bales 
of Cotton. 


[rteszity of Our Warehouse Receipts Is Unques- 
; tioned. 


Capacity of Tracks Serving Plants Over 500 Cars. 
EE tablishea System of Service. 


WE NEITHER BUY NOR SELL COTTON 


We Care Not ‘‘From Whence It Comes Nor 
Whither It Goes,’? That’s Your 
Business and Yours Only 


J. GARRISON 
Vice-Pres. and Gen’! Manage 


GEO. SEALY 
President 





Attend the Sixth An- 
nual Meeting of the Asso- 
ciated Traffic Clubs’ of 
America to Be Held at San 
Francisco, June 12 and 13 


=i 


Send Your Mail 
Care of. 


Panama Mail S.S.Co. 


2 Pine St. 
San Francisco 


THE TRAFFIC 
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The Latest 
Shipping 






Refinement 


Bundles, Boxes, Bales, Barrels, Crates, etc., are all good 
methods of shipment. But to get the most out of every 
container, progressive firms use Signode Tensional 
Steel Strapping. Signode adds strength where strength 
is needed, protects against pilfering, and helps you 
assemble the best possible container at the least possible 
cost. If in doubt, ask one of our Shipping Experts to 
call, for he is not prejudiced in favor of any particular 
kind of container and will give you the best practical 
help and suggestions. Write for Bulletin 14. 


Consolidated Steel Strapping Co. 
2613 N. Western Avenue, Chicago, IIl. 


SIGNODE 


the Sealed Steel Strapping 


We also manufacture round wire reinforcement, plain box strapping, 
pail clasps, clutch nails, tag hooks, etc. 





Orient Mails 


Fast service wins the mail. This line 
carries the Mail to the Orient because 
of quick delivery. That same speed is 


available for your freight and express 

shipments. Win sales by service. Sail- 

ings every alternate Saturday from Seattle 

for Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. Thru Bills of Lading 
issued to all Oriental ports. 


T.J. Kehoe, Gen. Eastern Agt., 32 Broadway, New York 
W.G. Roche, Inc., Gen. Agt., R. W. Bruce, Gen. Agt., 
1714 Dime Bank Bldg. 110 S. Dearborn St., 
Detroit, Mich. Chicago, Ill. 
L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Baltimore, Pittsburgh, 
Portland,Ore., San Francisco, Calif., Tacoma, Wash., 
Vancouver, B.C., Victoria, B.C. 















No. 20855. Sub. No 7. Same vs. Santa Fe et al. 

Same complaint and prayer as to cement, from Ada, Okla., to 
points in New Mexico. 

No. 20855. Sub. No. 8. Same vs. K. C. S. et al. 

Same complaint and prayer as to cement, from Ada, Okla., to 
points in Texas and Louisiana. ; 

No. 20880. Sub. No. 11. William Fraser, Jr., Inc., Memphis, Tenn., vs. 
c. B. ©. & FF. ot al. 

Rate in violation of sections 1 and 6 of the act, on cottonseed 
shavings, from Sweetwater, Tex., to Elmira, N. Y. Asks cease 
and desist order and refund. 

No. 20891. Sub. No. 1. Federated Metals Corporation et al., New York 
City, N. Y., vs. B. & O. et al. . 

Unreasonable rates and charges on Zinc by-products, from 
points in Alabama, Georgia, Tennessee, California and Canada 
and from all states in Official Classification territory to Mounds- 
ville, W. Va. Asks rates for future and reparation. 

No. 20962. Sub. No. 4. W. E. Austin Machinery Co., Atlanta, Ga., 
vu. A. ©. Ts O& at. 

Illegal charges on steel power shovel, from Indianapolis, Ind., 
to Yukon, Fla., for part of haul beyond Cincinnati, O. Asks cease 
and desist order and refund. 

No. 21002. Thomas H. Fee, Roswell, N. M., vs. Santa Fe et al. 

Unreasonable rates on citrus fruits, from Placentia and other 
California points to Roswell, N. M. Asks rates for future and 
reparation. 

No. 21003. State of North Dakota, doing business as State Mill and 
Elevator Association, Grand Forks, N. D., vs. Chicago Great 
Western et al. 

Rates in violation of sections 1, 2 and 6 of the act, on grain 
products, from Grand Forks, N. D., to Indianapolis and Lebanon, 
Ind., grain having originated in Montana. Asks reparation. 

No, 21004. Wimberly & Thomas Hardware Co., Birmingham, Ala., vs. 
Pennsylvania et al. . . 

Unreasonable rates on stove ee iron and stove pipe elbows 
in mixed carloads from Dover, . to Birmingham, Ala. Asks 
reparation. 

No. 21005. Bond *& Nohl Co., Espanola, N. M., vs. Santa Fe et al. 

Unreasonable charges on salt, from Hutchinson, Kan., to Es- 
panola, N. M. Asks rates for future and reparation. 

No. 21006. Ajax Paper Mills, Inc., et al., Buck Run, Pa., vs. Penn- 
sylvania et al. 

Unreasonable rates and charges on wood pulp, from Philadel- 
phia, Pa., and Baltimore, Md., to Buck Run, Pa. Asks repara- 
tion. 

No. 21007. Chicago Bridge & Iron Works, Washington Heights, IIl., 
ve. C. R. EL & P. et al. 

Unreasonable rates on iron and steel tank material, k. d., from 
Washington Heights, Ill., to points in Wyoming. Asks rates for 
future and reparation. 

No. 21008. Marble Products, Inc., Atlanta, Ga., vs. L. & N. et al. 

Rates in violation of sections 1, 3 and 4 of the act, on crushed 
stone, from Cardiff, Md., and New York, N. Y., to points in 
Georgia. Asks rates for future and reparation. 

No. 21009. Simmons Co., New York City, vs. C. & N. W. et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on metal bedroom furniture, mattresses and miscellaneous metal 
and wood furniture products, from Kenosha, Wis., to Detroit, 
— Asks cease and desist order, ratings for future and repara- 
tion. 


NOTE—iItems in the Decket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic Werld. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


June 4—Chicago, Ill.—Examiner Kerwin: 
20572—The Celotex Co. vs. A. C. & Y. Ry. et al. 
* 17544—Celotex Co. vs. A. C. & Y. R. et al. (further hearing). 


June Atlanta, Ga.—Examiner Maidens: 
t. & S. 3101—Classification changes in Official, Southern and Western 
territories. 


dune 4—Washington, D. C.—Examiner Hurley: 
18478—Strouds Creek & Muddlety R. R. vs. B. & O. R. R. et al. 
’ (further hearing). 


June 4—Wilson, N. C.—Examiner Berry: 
arolina Shippers’ Assn., Inc., vs. A. C. L. R. R. et al. 


June 4—Fort Worth, Tex.—Examiners Money and Esch: 
17000—Part 8, Cottonseed, its products and related articles. 
1. & $. 2759—Cottonseed and related vegetable products from 8, W. 
territory to Central, Eastern and Southern territories. 
. = > 2820—Vegetable oils and related articles in Official Classif. 
erritory. 


1. & S. 2884—Vegetable oils and oil foods from Texas to Ft. Wayne, 
Ind., and Buffalo, N. Y. 
. = é. 2995—Vegetable oils and related articles in Official Classif. 
erritory. 
1. & S. 2926—Vegetable oils in Official Classif. territory. 
1. & S. 3036—Cottonseed hull fibre or shavings from S. W. pts. to 
Miss. and Ohio River gateways and W. T. L. territory. 
1. & S. 367—Cottonseed and other vegetable oils from the S. W. 
to interstate points. 
14504—American Linseed Co. vs. B. R. & P. Ry. et al. 
~14683—Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 
15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 
— one Oe Nos. 1 to 5, incl.)—Armstrong Packing Co. vs. A. & 
. Ry. et al. 
16528—Southland Cotton Oil Co. et al. vs. A. & S. Ry. et al. 
16928—Manufacturers’ Assn. of Chicago Hts. vs. B. & O. R. R. et al. 
vv ss =. as Linseed Oil Co. et al. vs. N. Y. C. & 
ae et al. 
17339—C, F. Simonins’ Sons vs. C. L. & W. R. R. et al. 
17467—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 
18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. et al’ 
aoa _—— Cottonseed Crushers’ Assn, et al. vs. A. & R. R. R. 
et a 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al. 
186841—Alabama Cotton Seed Crushers’ Assn. vs. L. & N. R. R. 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 


1398 THE TRAFFIC WORLD Vol. XLI, No, » 


Docket of the Commission 


No. 21010. Swift & Co., Chicago, Ill., vs. A. & S. et al. 

Unreasonable charges on cottonseed oil, refined in t 
from points in Texas, Louisiana, Arkansas, Oklahoma and Men: 
phis, Tenn., to complainant’s refineries and thence to points 
Nebraska, Minnesota, Missouri, Illinois, Ohio, Massachusetts and 
other states. Asks rates for future and reparation. 

No. 21011. Department of Public Works of the state of Washingt, 
Olympia, Wash., vs. Northern Pacific et al. 

Rates in violation of section 1 of the act and the Hoch-Smi 
resolution, on apples, pears and fresh fruit, from points ijn the 
soe of Washington to points in other states. Asks rates fy 
uture. 

No. 21012. Interstate Commerce Commission vs. Baltimore & Ohio, | 

This is a Clayton act proceeding against the Baltimore & Ohi 
on account of acquisition of stock of the Wheeling & Lake Er. 


No. 21012. Sub. No. 1. Same vs. New York Central. 


Same complaint against New York Central. 

No. 21012. Sub. No. 2. Same vs. New York, Chicago & St. Louis, 

Same complaint against New York, Chicago & St. Louis. 

No. 21013. Albers Bros. Milling Co., San Francisco, Calif., vs. Oregoy 
Short Line et al. 

Rates and charges in violation of section 1 of the act on graiy 
milling machinery, from Ogden, Utah, to Seattle, Wash. Asis 
reparation. 

No. 21014. Connell & Laub, Dayton, O., vs. Baltimore & Ohio et a 

Rates and charges on crushed stone, from Martinsburg an 
Kearneysville, W. Va., to Erwin, W. Va., and Offutts, Md., in 
violation of sections 1 and 6 of the act. Asks rates for future 
and reparation. 

No. Rp ™ Virginia Cellulose Co., Inc., Hopewell, Va., vs. N. & 

- et al. 

Unreasonable charges in violation of section 6 of the act, on 
cottonseed hull fibre or shavings, from points in southern states 
to Hopewell, Va., because of application of linter rates, and un. 
reasonable minimum weight. Asks reparation. : 

No. 21016. Birmingham Oil Mill, Inc., New Orleans, La., vs. L. & NX, 

Rates in violation of section 1 of the act, on cottonseed, from 
Graceville, Fla., to Birmingham, Ala. Asks cease and desist 
order and reparation. 

No. — cn No. 1. Southern Cotton Oil Co., Montgomery, Ala, 
vs. ls . 

Same complaint and prayer with respect to cottonseed, from 
Cottondale, Fla., to Montgomery, Ala. 

No. we O. F. Altemus et al., Strong City, Kans., vs. Santa Fe 
et al. 

Rates and charges in violation of section 6 of the act, on 
stock cattle, from points in Texas to Strong City and other Kan- 
sas points. Ask reparation. 

No. “ys Edmund D. Codman, Boston, Mass., vs. Boston & Maine 
et al. 

Alleges violation of section 10 of the Clayton anti-trust act 
because of contract made by Boston and Maine with the Dwight 
P. Robinson & Co., Inc., without competitive bidding, because 
Homer Loring, chairman of the board of the Boston & Maine 
— substantially interested in the Robinson Co. Asks investi- 
gation. 

No. 21019. J. A. Forsythé, doing business as Forsythe Oil Co., Den- 
ver, Colo., vs. C. B. & Q. et al. 

_Unreasonable rates_and charges on salt, from Hutchinson, 
Kans., to Akron and Yuma, Colo. Asks reparation. 








a yaaa Cottonseed Crushers’ Assn, vs. C. R. Il & P. Ry. 

et al. 

19088—The Blanton Co. vs. A. & V. Ry. et al. 

19141—The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 

19162—-The Southern Cotton Oil Co. vs. I. C. R. R. et al. 

19165—-The Prcoter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169 (and Sub 1)—California-Arizona Ginners’ and Crushers’ Assn. 
et. al. vs. Apache Ry. et al. 

ba aan Cottonseed Products Corp. et al. vs. A. & V. Ry. 
et al. 

19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 

19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 

19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 

bar se ana Cottonseed Products Corp. vs. A. & N. W. R. R. 
et al. 

19325—-The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 

19336—Portsmouth Cotton Oil Refining Co. vs. D. L. & W. R..R. et al. 

19533—East St. Louis Cotton Oil Co. vs. Sou. Pac. Co. et al. 

19551 (and Sub. 1)—Rome Soap Mfg. Co. vs. C. I. & W. R. R. et al. 

19642—Elberton Oil Mills vs. V. & C. S. R. R. et al. 

2 raco Milling Co. vs. A. & S. Ry. et al. 

20108—Wilson & Co., Inc., of Okla. vs. B. & O. R. R. et al. 

20130—Buckeye Cotton Oil Co. et al. vs. A. & R. R. R. et al. 

20142—Portsmouth Cotton Oil Refining Co. vs. A. & R. R. R. et al. 

20161—The Best Foods, Inc., vs. C. R. R. of N. J. et al. 

20596—Armour & Co. et al. vs. A. & S. Ry. et al. 

1. & S. 3035 and first sup. order—Cottonseed, carloads, from Louisi- 
ana Ry. & Navi. Co. stations to Shreveport and Bossier City, La. 

20879—Fredonia Linseed Oil Co. vs. A. & S. Ry. et al. 


21010—Swift & Co. vs. A. & S. Ry. et al. 


June 5—Washington, D. C.—Examiner Davis: 

Finance No. 6864—Joint Application of Russell Telephone Co. and 
Chesapeake & Potomac Telephone Co. of Virginia for a certificate 
that the acquisition by the latter company of the properties of the 
former company will be of advantage to the persons to whom serv- 
ice is to be rendered and in the public interest. 


June 6—Argument at.Washington, D. C.: 
16531—Hamersley Manufacturing Co. vs. Erie R. R. et al. 
17326—Clifton Paper Mills vs. N. Y. S. & W. R. R. et al. 

* Finance No. 5232—Abandonment of Lines by Central Indiana Ry. 


June 6—Norfolk, Va.—Examiner Berry: 
19771 (and Sub. 1)—Norfolk-Portsmouth Freight Traffic Assn. vs. A. 
& R. R. R. et al. 
20387—Norfolk Tidewater Terminals, Inc., vs. C. & O. Ry. et al. 
17483—Norfolk Port Commission vs. C. & O. Ry. et al. 
June 7—Montgomery, Ala.—Examiner Maidens: 
i. & S. 3101—Classification changes in Official, Southern and West- 
ern territories. 
June 7—Chicago, Ill—Examiner Kerwin: 
17640—Wrought Washer Manufacturing Co. vs. P. M. Ry. et al. 
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PHILADELPHIA, PA. |UNION TRANSFER CO. 


DELIVERY 
BREAKING UP 

Complete) FORWARDING 
WAREHOUSING 


Service 


AND ITS 


Stesipiary PHILADELPHIA LOCAL EXPRESS 


Established 1867 


1004-26 Spring Garden Street 


D Deliv Service in Philadelphia bg wh. din: 
ally ery ice in elp and to ae g 


Towns at Lowest um Delivery C 





CHICAGO 


J0S. STOCKTON TRANSFER CO. 


ESTABLISHED 1857 
TEAMING — MOTOR TRUCKING — CARLOAD 
DISTRIBUTING 



















UTICA, N. Y. 





In the Heart of New York State 


Broad Street Warehouse Corp. 


Utica is the Most Natural and Practical Point 
for Warehousing and Distribution 
in Central New York 


Also Freight Rate Breaking Point 
on Eastern Shipments 


Auto Trucking Service to all Leading Cities and Suburban 
Towns Radiating out of Utica, N. Y. 


DENVER, COLORADO 






FIRt PROOF WAREHOUSES ON TRACK 
to Warehouse. We specialise in the DISTRIBUTION of 
shipments. trates 1Sc. Loans Negotiated. 


car 
The Weicker Transier & Sterage Company 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. 8. Customs Bonded Storage 
Insurance rate as low as 16.2c 
Storage — Forwarding — Distribution — Cartage 


ae: es for Private Warehouse, Office a es 
Space with Desk and Office Service Ren’ 


We can serve you in some capacity in Les Angeles or ie Francisco 
and would — that you complete your = hag requesting 
rates for our specialized servi 


UNION TERMINAL WAREHOUSE ( COMPANY 
731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


Free Switchi 
local and 


Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO.,, Inc. 


27-29 Water Street, New York, U. S. A. 


Boston Office: 
92 State Street 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution 
Prompt and Intelligent Service 


References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


PANAMA MAILS. 8S. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 
EASTBOUND SAILINGS 
From Los Angeles 


June 25 
pean be | 


From San Francisco 


regular sailings for Mazatlan, Champerico, San Jose ’ 
outa Fagg La Libertad, La U FE 
Puntarenas, San Juan del Sur, Balboa and Cristobal Teuaae and 
Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 


Through rail export bills of lading issued in transcontinental 
territory via San Francisco and Los Angeles harbor honored to all 
West Coast Mexican and Central American ports. 


—OFFICES— 
350 Marquette Bldg., Chicago, Ill. 2 Pine Set, Son Seenniee, Gel 
10 Hanever 8q., New York, N. Y. sis 8. Sprine t., Les Angeles, Cal. 


Middlesex Transportation Co. 


PIER 16, NORTH RIVER, Foot Barclay Street 
NEW YORK CITY 


Operates Daily (<&3%,) Fast Steamship Freight Service 


LEAVING NEW YORK AT 3 P.M. - 
BETWEEN 


New York City and New Brunswick, N. J. 


Steamer Connections Made With All Leading Water Lines in 
New York Harbor, , including D Delivery of Freight 


We also Operate Daily Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 
Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 








20205—-C. Hager and Sons Hinge Mfg. Co. vs. A. T. & . *, 4 = 

20639 _ Sub. 1)—Watson Bros. Steel Co. et al. vs. N. Y. C. R. 
et a 

20784—-The Wilkoff Co. vs. A. & B. B. R. R. et al. 

1. & . 3107—Waster plates or sheets, between points in C. F. A. 
territory. 

20934—-The Globe Machine & Stamping Co. vs. B. & O. R. R. et al. 


June 8—Argument at Washington, D. C.: 
16462 (and Sub. Nos. 1 and 2)—Georgia Peach Growers’ Exchange 
et al. vs. A. G. S. R. R. et al. 
17861—American ena Growers, Inc. (Sanford Div.), et al. vs. A. 
& R. R. R. et al. 
18497 (and Sub. 1)—F, E. Nellis & Co. et al. vs. A. & R. R. R. et al. 
Portions of Fourth Section Applications Nos. 542, 1024, 972, 1530, 
3918, 1952, 458, 1573, 1548, 1021. 
June 9—Richmond, Va.—Examiner Berry: 
20317—Bedford Pulp and Paper Co. vs. C. & O. Ry. et al. 
June 11—Washington, D. C.—Examiner Davis: 
Finance No. 6771—Application of Manufacturers’ Ry. for authority to 
operate over certain tracks in St. Louis, Mo., and E. St. Louis, IIl., 
and over the St. Louis Municipal sage. 


June 11—Denver, Colo.—Examiner Sharp 
—— rates on petroleum eieste to points in Colo. and 
t 


10856—Utah State Automobile Assn. vs. A. T. & S. F. Ry., Director 
General, as agent, et al. 

14121—Jewell Co., Inc., vs. A. T. & S. F. Ry. et al. 

16544—White Eagle Oil & Refining Co. vs. D. & R. G. W. R. R. et al. 

17597—Hal Oil Co. et al. vs. A. T. & S. F. Ry. et al. 

17783—Texas Co. vs. C. B. & Q. R. R. et al. 

be 5 ghee Eagle Oil & Refining Co. vs. D. & R. G. W. R. R. 


al. 
18146. Continental Oil Co. vs. A. T. & S. F. Ry. et al. 
18417—Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 
18590—Hy-Power Gasoline Co. vs. D. & R. G. Wn. R. R. et al. 
18818—A. A. Vickers Petroleum Co. vs. Un. Pac. R. R. 
19032—The Jewel Co., Inc., vs. A. T. & S. F. Ry. et al. 
19315—White Eagle Oil & Refining Co. vs. U. P. Ry. et al. 
19582—-Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 
20489—Texas Co. vs. D. & R. G. W. R. R. et al. 
1. & S. 2811—Petroleum and products from Colo. origins to Colo. 
and N. M. destinations. 
June 11—Washington, D. C.—Examiner Maidens: 
— ot 7 1)—The Parkersburg Rig & Reel Co. vs. C. B. & Q. 
.-eta 
15788 } (and Sub. 1 and 2)—The Parkersburg Rig & Reel Co. vs. C. 
& N. W. Ry. et al. 
June 141—Jackson, Miss.—Examiner Maidens: 
1. & S. 3101—Classification changes in Official, Southern and West- 
ern territories. 


June 12—Harlingen, Tex.—Director Bartel: 
20792—E. A. Boyce Co., Inc., et al. vs. St. L. B. & M. Ry. et al. 
1. & S. 3026—Estimated Weights on Melons and Vegetables from 
Southwestern territory to Interstate points. 


June 13—Argument at Washington, D. C.: 
l. & S. 3053 (and 1st supplement)—Sugar stored in transit at Miss.- 
Warrior Service ports. 
20138—Jessup & Moore Paper Co. vs. A. C. & Y. Ry. et al. 


June 13—Washington, D. C.—Examiner Carter: 
19640—The Mathieson Alkali Works vs. L. & N. R. R. et al. 
19808—The Mathieson Alkali Works vs. N. & W. Ry. et al 
20169—Detroit Soda Products Co. et al. vs. A. & R. R. R. et al. 
20384—-The Mathieson Alkali Works et al. vs. A. & B. B. R. R. et al. 


om, cate D. C.—Commissioner Eastman and Examiner 
unten: 
* 14700—Depreciation charges of Telephone Companies. 
* Ex — 91—General Revision of Accounting Rules for Steam Rail- 
roads 
June 14—Argument at Washington, D. C.: 
16407 ~~ Sub. 1)—Security Cement & Lime Co. vs. B. & O. R. R. 
et a 
June 14—Harlingen, Tex.—Director Bartel: 
20763—E. D. Reed Produce Co. et al. vs. A. T. & S. F. Ry. et al. 
48650—Peninsula Produce Co, vs. Penna. R. R. et al. 
18732—Andrews Bros. et al. vs. Penna. R. R. et al. 
19500—George L. Collins Co. et al. vs. Penna. R. R. et al. 
Finance No. 6067—Construction of line by Virginian and Western 


a4 
Finance No. 4818—Construction of line by C. & O. Ry. 
—s No. 5161—Construction of line by Guyennes and Tug River 
June 14—Chicago, Ill.—Examiners Money and Esch: 

17000—Part 8, Cottonseed, its products and related articles. 

1. & S. 2759—Cottonseed and related vegetable products from S. W. 
oo to Central, Eastern and Southern territories. 
‘25 . 2820—Vegetable oils and related articles in Official Classif. 
erritory. 

1. & S. 2884—Vegetable oils and oil foods from Texas to Ft. Wayne, 
Ind., and Buffalo, N. Y. 

% s. 2995—-Vegetable oils and related articles in Official Classif. 
erritory. 
. & S&S. 2926—Vegetable oils in Official Classif. territory. 
- & S. 3036—Cottonseed hull fibre or shavings from S. W. pts. to 
ey and Ohio River gateways and W. T. L. territory. 

1. & S. 3067—Cottonseed and other vegetable oils from the S. W. 
to interstate points. 

14594—-American Linseed Co. vs. B. *. & P. Ry. et al. 

14683—-Spencer Kellogg & Sons vs. R. & P. + 7 et al. 

15425—International Vegetable Oil és. et al. vs. A. & R. R. R. et al. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Present, Commissioner Chamber of Com- 
merce I. C. C., M. P. U. C., Wis. R. Cc and Rate Committee Practice; 
* e 27; married; own full ann Bd oN equipment. Address U. T. A. 

108, eare Traffic Word, Chicago, IIl. 


ELEVATOR EQUIPMENT FOR SALE 


Grain Elevator at Pier B, Port Richmond, having been replaced by a 
modern concrete plant, is being dismantled. Entire equipment priced to 
insure quick sale. Write us your wants. F. Jaspersen, Manager, The Phila- 
delphia Grain Elevator Company, Port Richmond, Philadelphia, Pa. 
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We Bind The Traffic World 


PTS — RR: PRPC IE Pa, 
In Best Grade Buckram for $2.25 Per Volume (26 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds ef Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 


BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution Forwarding—Rigging 


BALTIMORE TRANSFER CO, 


Telephone Calvert 0300 300 Block, North Front St, 


TERMINAL 


SUILOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


WASHINGTON, D. C. 
When in Washington, Eat Well Seasoned, Home Cooked Food at 


THE AVENUE CROWN 


Across the Street from I. C. C. BLDG. 
«eee 1727 Penna. Avenue N. W. 


C & A TERMINAL WAREHOUSE Co. 


Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


358 W. Harrison St., Chicage 


Chieago’s and Kansas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 
2000 Carload POOL CAR CAR DISTRIBUTION 


Saawes TERMINAL WAREHOUSES 


pease a eae eee MO. 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Lecated in Heart of Railread District and Jebbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


HAMMOND, IND. 


In the Chicago Switehing District 
General Merchandise, Furniture 
and Cold Storage 


POOL CAR DISTRIBUTORS 


Quick Service. Low Rates 
THE GREAT LAKES WHSE. CORP. 


HAMMOND, INDIANA 
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MT TOT UT TT LUCE 


eee | TS Features No 
Other Files Have-= 


—and these Automatic exclusive features account 
for the popularity and wide acceptance of Automatic 


Files by Traffi here. You’ll install 
TABLE OF CONTENTS only Auteonsiie ster put have otis week Ausnianaiie. 
Pe Convenience -- Speed 


Every tariff and supplement 
instantly available. You can 
remove or replace any issue 
without disturbing others. 












Visibility -- Accuracy 
NS 5 hers og Gh ss ae nss SAGAS OMe divisiowins aaa iene wee 1413 a 
. a ~ read the bo gen ar 
GURRENT TOPICS: IN WASHINGTON. ..............00cbeesereswes 1417 orm of any tariff without 
removal from the file. Self- “' GY 777 
FARRELL APPOINTMENT TO COMMISSION ................... 1418 indexing. \ 
pression -- Safet 
DECISIONS OF THE COMMISSION: Compression. y 
Mansfield, Fred C., Co. vs. C. & N. W. et al.; case 17490; A gentle push to close the 
a Rl PES RI AE AIEEE OSI DN ie OE A IIE 1419 drawer and all tariffs are 
Pisey aut Albers et al. vs. A. T. & S. F. et al.; case or. safely compressed, Automati- 
IE, piace racnodle-o & earns pw atte ose iatea ora ec acaretoie th gargs wots oo.6 anew. winvevaiets 9 he least space. 
Jacksonville (Fla.) Traffic Bureau vs. A. & V. et al.; case cally, into the P 
GORTS> CU TN CONTI o.oo .0- 6.50669 050.0 6s bose ces cewecece 1419 5S DRAWERS IN 4 
American Agricultural Chemical Co. vs. A. and S. et al.; -case a 
SU WIE ic etighacecigracncmcvnanieitaeceties cadubeneabeeed 1419 There are 120 reference filing 
San Angelo Cotton Oil Co. et al. vs. A. E. et al.; case 18403; inches in 4 AUTOMATIC 
RUE, Scrap cen es0 sie Seals Sino saw iareres eure wip pe nrerere Ip eNR TERNS 1419 ° 
drawers which are equal to that 
PROPOSED REPORTS IN I. C. C. CASES...............ccceeeeeee 1421 of 5 Non-Expanding files. 
LAE CARGO GOAL TRATES: 5.650605. cscsece ccd cdederscaseavwarenes 1423 
ee MR, UIE: aia. che inscccee vines adiadiagindielemiestae senso 3 Se wenesiows 1426 
LOGS AND DAMAGE. DECISIONS. « «..-.0...60.00050050deccccmsecseer 1428 
MISCELLANEOUS TRAFFIC DECISIONS............ Se ee 1428 
SHIPPING: DECISIONS: cscs on ARE RG ended 1428 ; 
FREIGHT RATES (Article No. 31)—By G. Lloyd Wilson.......... 1431 
PERGORUAL BOGUS AIUD WOOT aia c aisle eich iidiseiegeccetacease 1438 
Se ee ea 1442 
gg eer re ee ee 1454 
Pe MO, | oa issh 6500 sie eRe sein keiw bS See SWaSeDES OREN sres 1460 Ne. 5400T Extra Capacity File. 
56 inches am, 11% wide, 
DOCKET OF THE COMMISSION................0cccceceeeeeee es 1460 4 Se Sy 1,2. 
erate on perfected 10 roller-ball 
bearing suspension slides and 
have safety drawer latches. 
ta 30 DAYS’ FREE TRIAL! “@)} 
Write today for Free Trial Offer—Direct Factory Proposition 
and new catalog No. 27T, which illustrates the complete line 
‘ of Automatic Files and Desks, including Counter High and 
N Desk High Tariff Files of improved Steel Construction. 
THE TRAFF IC SERVICE CORPORATION Automatic File & Index Co., E. 10th St., Green Bay, Wis. 
NY WASHINGTON CHICAGO Branches—Chicago, 173 W. Madison St.; New York, 52 Vander- 
| MILLS BUILDING 418-430 S. MARKET ST. bilt Ave.; Milwaukee, 130 Wisconsin Ave.; Detroit, 131 E. Jefferson. 
Phone, Main 3840 Telephone State 8635 
\w/pu : 
a TTTTTTTTTRTTTTTTTTTESTTTTTITTTTTTTTT TTT UP AU CU UULUCCUULULLUCUUULLLULUUUULLLULP LLCO m if 
TMM MC TMU CU A Complete Line of Upright, Counter High, Desk High Files and Desks 
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trategic Points of Operation 
or Shippers and — 


June 






BUFFALO 





At Your 
Finger Tips 


HE Chain of Tidewater Terminals and 
Allied Inland Warehouses offer facil- 
ities to the Merchant Marine, shippers 


and consignees of export and import cargoes BOSTON TIDEWATER TERMINAL, INC. 


never before available in this country. J. M. Hoffman, V. P. & Gen’l Manager 
666 Summer Street, Boston, Mass. 


ATLANTIC TIDEWATER TERMINALS 





Ultra-modern buildings, equipped in the G. W. Green, V. P. & Gen’l Manager 
most up-to-date manner, afford the greatest 57 Cats Caet, Shaw Dae 
: ’ : PHILADELPHIA TIDEWATER TERMINAL 
safety and security with the lowest possible G.M. Richardson, Gen’! Manager & Treas. 
P - P Chestnut Street, Philadelphia 
% fer except - ° 
insurance rates. Direct rail trans ere cep NUNSCE Guiieaden Ween, ti. 
.in New York where the terminal is located J. A. Moore, Manager 
within “free lighterage limits” ee ee 
8 8 ° KEYSTONE WAREHOUSE CO. 
W. S. Bishop, Gen’l Manager 
Centralized administration under a manage- Seneca and Hamburg Streets, Buffalo, N. Y. 
° . . e 4 
ment specializing in terminal and warehouse ramen ete My oy ‘_laea 
operation, insures a uniform high standard 10 Chestnut Street, Philadelphia 
of service throughout the entire chain, to 


RICHARD D. JONES, Western Traffic Mgr. 
vessels and shippers alike. 1646 Transportation Bldg., Chicago 


W. B. McKINNEY, Sec’y and Treas. 





HARVEY C. MILLER President 
COMMERCIAL TRUST BLDG.PHILA. PA. 
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Ship Via 
BAYWAY TERMINAL 


Manufacturers of Elizabeth, and within a radius of fifty miles, 
are offered unexcelled rail and water facilities at Bayway Terminal 
for shipping their products to near and distant points. 


fEleleleelee/e)e)c) 


Bayway Terminal trucks will call for goods at any factory 
within fifty miles of Elizabeth, ship them immediately from the 
Bayway Terminal dock to any coastwise steamship line, or for 
export. Daily steamboat service from Bayway Terminal dock to 
all steamships from New York City. 


Bayway Terminal is provided with rail connections via 
Central Railroad of New Jersey to and from any point in the 
United States. Sidings of the Central Railroad extend into the 
Terminal. 


Merchants and manufacturers may order goods purchased for 
their own use shipped to Bayway Terminal, which will make 
prompt factory and store door deliveries. 


Joint thru Interstate Commerce Commission and Shipping 
Board rates are in effect on domestic freight. 


The “New Way” offers unlimited terminal facilities for ware- 
housing, assembling, shipping, trucking. 


No lighterage costs. No rehandling. No backhauls. 


Freight car at your door service—at the New York rate. 


| 


Modern factory space to lease at this ideal industrial 
location with the ideal distribution facilities. Low 
insurance. Cheap power. Heat and elevators. 


BAYWAY TERMINAL 


“One of Elizabeth’s Greatest Assets” 


TERMINAL OFFICE: EXECUTIVE OFFICES: 
Bayway and S. I. Sound, ELIZABETH, N. J. 25 Church Street, NEW YORK CITY 


Peele eee eo eee eo elelelelelele alae eleleleloleleleelellelelelelelele alee elelelelel eel el el eley ey ele 
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Where and When? 


By Mac 
Shippers’ Traffic Man 






SSN 









Almost every hour of the day someone is 
hurling at me two questions—“Where is 
that shipment? When will it arrive?” 











The Soo Line gives me top-notch service 
on that important part of my work. The 
Soo Line men are thorough in collecting 
their passing reports, and they give me the 
information every time as if it were a gen- 
uine pleasure. 














That’s one good reason why I route over 
the Soo Line. 






Is a railroad a real person? 






I say “yes” after my experience with the 
Soo. 







To avoid delay, shipments for Ca- 
nadian destinations must be accom- 
panied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent 
at initial point with the shipment and 
5 WINNIPEG accompany same to Canadian port 
of entry. 














SAULT SAINTE MARIE& 







MENOMINEE 


ALWAYS DEPENDABLE 
FREIGHT SERVICE 























AGENCIES 
Boston, Mass., 40 Central St. Los Angeles, Cal., 530 Van Nuys Bldg. St. co wn” 2050 Railway 
Buffalo, N. Y., 409-410 Iroquois Memphis, Tenn., Porter Bldg. Exch. . 
Bldg Milwaukee, Wis., 68 East Wisconsin Ave. St. Paul, "Tie. -» 1112 Merchants Nat’l 
Chicago, IIl., 707° "Standard Trust Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. Bank Bldg. 
Chippewa Falls, Wis. and Marquette Ave. San Paenelenn. Cal., 681 Market St. 
Cincinnati, O., 709 Traction Bldg. Neenah, ay Sault Ste. Marie, Mich. 
Cleveland, O., 915 Union Trust Bldg. New York, ger gohveart Wy ile. Seattle, Wash., 5564 Stuart Bldg. 
Detroit, Mich., 311 Transportation Bldg. Omaha, Neby “938"2 Spokane, Wash., 1006 Old Nat’l Bank Bldg. 
Duluth, Minn., 408 West Superior St. Passaic, N. } * 250 Cleon field Ave. Superior, Wis. 
Grand Rapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa., 1500 Locust St. Tacoma, Wash., 1113 Pacific Ave. 
Indianapolis, Ind., 430 Merch. Bank Bldg. Pittsburgh, Pa., 3041 Oliver Bldg. Waukesha, Wis. 
Portland, Ore., 3rd and Pine Sts. Winnipeg, Man., 603-604 Lombard Bldg. 


Kansas City, Mo., 723 Walnut St. 


CARE SOO LINE 






ROUTE YOUR FREIGHT 





ae 
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Accurate Maps 





An important part of our 
service—yours for the asking 











Industrial map 












(The World's Workshop) 


showing 
GOSTLIN. MEYN & WEISS, Inc. location 
REALTORS a 
INDUSTRIAL AND RESIDENTIAL REAL ESTATE of principal 
industries 
in the 


Calumet Region 













Hammond Business District 


3, = 
Q ] ho ~ aj + 
T= g GOSTLIN, MEYN & WEIss 
is ata IWS REALTORS = 
Bay 4\\BRRESS 
I f ks \ ~ SS ~ 
l or Sy 
£ % te) ? 











Gostlin, Meyn & Weiss, Inc. 
REALTORS | 


INDUSTRIAL SITES—ACREAGE—BROKERAGE 


Second Floor Telephones 
First Trust Building Hammond 1010 — South Chicago 8800 


HAMMOND, INDIANA 
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Offers a Highly 
Developed Freight Service 


BETWEEN 


The New England States and the South 
and West—Eastern Canada and all points 
South. Close affiliation with the lines listed 
below makes this an ideal route for the 
rapid movement of shipments. 

Canadian Pacific Railway ........ ’ 
Canadian National Railways ..... via Rouses Point, N. Y. 


Quebec, Montreal & Southern. ... 


Boston & Maine................. via Mechanicville, N.Y. 
Boston & Albany ................ via Albany, N. Y. 
Ns ping anne deere rene xn 

6 ii 6 kee euew ieee via Wilkes-Barre, Pa. 
Central R. R. of N. J............. 
Lackawanna 2.0000. 00.00.0..7, via Binghamton, N. Y. 
Lehigh Valley .................... via Owego, N. Y. 


And Their Connections. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All D. & H. Traffic Agencies are furnished information daily relative 
to junction passings. The Agency nearest you will keep you advised 
of the progress of your urgent carload shipments if requested to do so. 


Ys. Mt Me 
Nijyy , haji 
S4{r-¥e= 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 





ALBANY, N. Y.—Telephone 3-11-41 
J. E. Colket, Milk Agent, 
D & H Building 
C. F. Beck, General Eastern Freight Agent, 
D & H Building 
ATLANTA, GA.—Telephone Walnut 5464 
Monte Pickens, Jr., Commercial Agent, 
930 Healey Building 
BOSTON, MASS.—Telephone Liberty 4106-4107 
F. H. Wheeler, New England Freight Agent, 
429-430 Chamber of Commerce Building 
BUFFALO, N. Y.—Telephone Seneca 0853 
Jas. Vandenberge, General Agent, Freight Dept., 
722 Ellicott Square Building 
CHICAGO, ILL.—Telephone Wabash 8994 
C. H. Clark, General Agent, Freight Dept., 
1101-02 Utilities Building, 
327 South La Salle St. 
MONTREAL, QUE.—Telephone Uptown 7424 
James Fitzsimons, General Canadian Freight Agent, 
106 Drummond Bldg., 511 St. Catherine St., West 


ee ees N. Y.—Telephone Whitehall 5648 and 
5649 


C. G. Howland, General Agent, Freight Dept., 
1446-48 Woolworth Building, 233 Broadway 


F. N. Hiller, Asst. Gen. 


Jas. 


ty 


Ww. J. MULLIN, 
General Traffic Manager 


ROUTE OF 





ONEONTA, N. Y.—Telephone 1500 
A. W. Ackley, Division Freight Agent, 
191 Main Street 


= PA.—Telephone Rittenhouse 
127 


W. H. Chase, General Southern Freight Agent, 
1109-10 Finance Building, 
1420-26 South Penn Square 


PITTSBURG, PA.—Telephone Grant 5516 
H. W. Haas, General Agent, Freight Dept., 
513-514 Bessemer Building 


PLATTSBURG, N. Y.—Telephone 698 
E. H. Dow, Division Freight Agent, 
101 Bridge Street 


SCRANTON, PA.—Telephone Bell 4751 
J. J. Coyle, Division Freight Agent, 
D & H Passenger Station 


ST. LOUIS, MO.—Telephone Chestnut 9178 
J. B. Stewart, General Agent, Freight Dept., 
1021-1022 Pierce Building 


TROY, N. Y.—Telephone 765 
F. J. Forster, Division Freight Agent, 
Union Station 


W. G. Story, General Freight Agent, Albany, N. Y. 

Freight Agent, Albany, N. Y. 

Max V. Beckstedt, Asst. Gen. Freight Agent, Albany, N. Y. 

A. Flanders, Jr., Asst. Gen. Freight Agent, Albany, N. Y. 
. W. Nyland, Coal Freight Agent, Albany, N. Y. 

C. E. Rolfe, Assistant General Traffic Manager, Albany, N. Y. 
L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 


J. T. LOREE, 
Vice-President and General Manager 


ALBANY, N. Y. 
THE MONTREAL LIMITED—Popular Short Way between New York and Montreal 
———————————"—S—=£=_=_=_=_[£==[[[=[==[_=[=[[[=[[[[=[[_[———————————EoOoOooo I ==ana=— 
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THE BALTIMORE & OHIO CHICAGO TERMINAL R.R.C0,) 


(BALTIMORE & OHIO SYSTEM) 


If location is the prime factor or an essential 
requisite, we can meet the most critical re- 
quirements. Due to our advantageous geo- 
graphical location can offer choice sites in 
any of the several manufacturing districts. 





THE BALTIMORE AND OHIO SYSTEM 
THE BALTIMORE AND OHIO CHICAGO, 
TERMINAL RAILROAD 


CHICAGO, ILL. : Unexcelled 


¢ 4 SCALE OF MILES 
Ua) at GRAND CENTRAL STA. 


A\ ciel Transportation 
Pou |, \ | Facilities 

to and from 
Any District. 


Excellent ; 
Labor 


Conditions. 





Neighborly 
Policies 
Prevail. 





Permit us to figure with you on your new location. 


ADDRESS: 


J. M. McDERMOTT H. M. JOUVER 
Industrial Agent General Freight Agent 
208 Grand Central Station 455 Grand Central Station 


CHICAGO CHICAGO 
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Consignee examining shipment received 
from manufacturer 800 miles away. Acme 


Unit-Load deli d it saf d d. 
Cases of paper weighing 500 pounds each, amply ee Drums of alcohol braced with Acme Unit-Load. No 


protected with Acme Unit-Load. excess dunnage here. 














Acme Unit-Load is applicable to almost 
every product shipped in freight cars. It 
is delivering thousands of carloads every 
month in perfect condition and doing it at 
a lower cost, too! 













Thirty minutes is the time usually required 
to brace a car with Unit-Load. The dun- 
nage amounts to about 30 pounds. Contrast 
these figures with your present method! 













Then, too, when you use Acme Unit-Load 
you are using a system that eliminates all 
guess work—you can be sure that your 
shipments will reach their destination in 





















Sheet steel oiled and highly pol- 







ished works havoc when not prop- perfect condition. Automobile motors for one of Amer- 
erly braced. Unit-Load eliminates ica’s fine cars. Unit-Load saves 
damage and 300 pounds of dunnage. It may be you could use Acme Unit-Load over $20 on each carload shipment. 





to advantage. Return the coupon for com- 
plete information. 






Acme Unit-Load protects bar- 
rels of Coca Cola syrup from 
damage. 











Putting the finishing touches on a carload of straw- 
board in rolls. The consignee likes Unit-Load—no 
lumber to pry away before unloading—just cut the Boxes of tinplate on skids, economically braced with 
bands. Acme Unit-Load. 


ACME STEELCOMPANY CHICAGO 







Acme Steel Company, 2840 Archer Ave., Chicago. 





Send complete information on Acme Unit-Load. 





We ship ______ cars a month. Our product is 









Name Individual 











Street 





City 
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New British Freight Rates 


Now Available 


The new British Railway freight rates are not 
issued in printed tariffs but are being quoted 
free on application by.the L M S Freight Offices 
in America. 


Freight Forwarders, Traffic Managers, Ship- 
ping Agents, Export Managers and shippers 
of all commodities from all British ports to all 
points in the interior of Great Britain should get 
these new rates at once—they are in force now. 


The new rates are based upon the revised — 
classification and new standard charges in force 
from January 1, 1928. For information apply 
to LM S Freight Traffic Manager in America 
at 1 Broadway, New York City, Telephone 
Bowling Green 4260. 


THOMAS ARTHUR MOFFET 
Freight Traffic Manager 


LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 


of Great Britain - 
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The longest way ’round may be the sweetest way home but— 
it’s the expensive way to reach markets, particularly in this 
day of narrow margins and keen competition. 


That’s why thoughtful traffic managers, in constantly increasing 
numbers, are routing their trans-Pacific cargoes—via Seattle! 


The Seattle short route is from 500 to 1,500 miles shorter 


i innumerable trans-Paciac than any other across the Pacific. The saving in time is 

t hip li ord most fre- ; ; 7 

quent service "VIA SEATTLE! proportionate, running from a day to a week, depending upon 
t erminais 

cnantiie nel facility for the the speed of the vessel. 


expeditious, economical and effi- 
cient transfer from car to ship. 


This means from one to seven days quicker approach to and 
deliveries in the great markets of the Far East — effective 
selling advantages; from one to seven days less “in transit” 
time with proportionate savings in insurance and interest 
charges—important shipping economies! 


You, too, should ship via Seattle and gain the benefit of these 
advantages. 


Write for a copy of the Port of Seattle Yearbook—it contains 
much information and data valuable to traffic managers, 
manufacturers, exporters, importers and others interested in 
trading with the Orient. It’s free for the asking. 


ORIENT 


Bell Street Terminal 
SEATTLE, WASHINGTON 









For specific information address: 
Traffic Department 
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Total Rail Lines 
16,726.69 - 
Miles 


Total Water 
Lines 
3,825 Miles 
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Southern Pacific 
Highways 
Lead to the 


Main Streets 
of All America 


FROM TRAIL TO RAIL 


A History of Southern Pacific 


(Continued from May 12th issue) 
CHAPTER IV. 


Slavery Was Issue 


Unfortunately for his 
efforts, the question of the 
abolition of slavery had 
now become acute, and the 
national legislature had no 
time to discuss railroad 
bills. The measure of the 
California Convention was postponed un- 
til the follow session of Congress. 

“T am sustained,” wrote Judah at this 
time, “by the views of many intelligent 
gentlemen of experience, in the opinion 
that, with proper exertion, there is little 
doubt of the passage of the bill at the 
short session.” 

Judah had left no stone unturned to 
interest Washington in his project. 
Through Congressman Burch, Judah was 


given a room in the Capitol on the same 
floor with the halls of the House and 
the Senate. There he established a gen- 
eral headquarters for the Pacific Rail- 
road. 

As he says: “I procured all the maps, 
reports, surveys and papers of every kind 
to be found on the subject, and, it being 
so convenient to the halls, many of the 
senators and members were accustomed 
to drop in daily. You may be assured 
that no opportunity was lost to further 
our views and impress on them the im- 
portange in which the subject is held in 
California.” 

Judah also reported that he had col- 
lected reliable information with regard 
to the operation of locomotive engines on 
heavy grades—highly important in view 
of the problem that had to be solved in 
crossing the Sierra Nevada Mountains— 
and establishing the fact that grades of 
as high as 350 feet per mile could be 
overcome and operated with safety. 

Judah returned to California satisfied 
that the Pacific Railroad bill could be 
passed and that the most important thing 
for him to do, and that without delay, 
was to find a pass for the road through 
the Sierra. He was convinced that such 
a pass existed and many of those who 
had supported the bill in Washington had 
accepted his faith as sufficient assurance. 
His inability to make a definite declara- 
tion, however, that a pass of specified 
grades had been found, had caused a 
number of congressmen to withhold their 
support. 

He had no money to pay for surveys. 
San Francisco men who had helped pay 
his expenses in Washington refused to 
contribute any more to a venture that 
seemed so hopeless of fulfillment. 

Judah undertook some explorations for 





wagon road routes for the Sacramento 
Railroad. At the same time, Daniel W. 
Strong, of Dutch Flat, was out in the 
mountains seeking a road over which 
some of the emigrant travel could be 
diverted so that it would pass through 
Dutch Flat. Strong discovered what he 
thought was a place where a railroad 
could go through the Sierra. He knew 
that Judah had been searching for a pass 
over the mountains farther north than 
the thirty-second parallel. He wrote to 
Judah, telling him of his discovery and 
inviting him to come up to Dutch Flat 
and take a look at what he believed was 
a gateway through the rocky range. 

Judah responded promptly, and, with 
Strong’s aid, enough money was raised 
in Dutch Flat to pay the cost of an inves- 
tigation by Judah. He returned to Dutch 
Flat in August, 1860, with the announce- 
ment that he had found a practical line 
for the railroad across the Sierra Nevada 
Mountains on the crest of a continuous 
divide from the Sacramento Valley to the 
summit. This line, he announced, was 
shorter and more direct than the one 
indicated by government engineers, and 
had maximum grades of 100 feet to the 
mile. 


Judah immediately prepared articles of 
association for the “California Central 
Railroad,” and, on November 1, 1860, 
issued a circular detailing his discovery 
of the pass and inviting subscriptions to 
a company which he had organized “for 
the purpose of constructing a 
through the state upon this route, in 
anticipation of the passage of this bill; 
to procure the recognition of this as the 
line of the Pacific Railroad throuh Cal- 
ifornia; to procure the appropriations 
appertaining to this end of the route; 
and to construct the road under this or- 
ganization.” 


Seeks Finances 


He pointed out that the California law 
required that, in organizing a railroad 
company, $1,000 per mile must be sub- 
scribed and 10 per cent paid in. He con- 
tinued: 

“The estimated length of the road to 
the state line is 115 miles, requiring a 
subscription of $115,000, on which 10 
per cent or $11,500 is required to be paid 
in. It is proposed to make with this 10 
per cent a thorough, practical railroad 
survey, establishing the grades, cuttings, 
and fillings, and to make the necessary 
maps, profiles, estimates, reports, etc.” 

He announced that he had “in the 
towns of Dutch Flat, Illinoistown, Grass 
Valley, and Nevada received a bona fide 
subscription of $46,500, leaving about 
$70,000 subscription (requiring payment 
of $7,000) to be made up in the cities of 
San Francisco and Sacramento.” 

He promised that his plan, to make 
this the western end of the Pacific 
Raiiroad, would receive the support of 
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the California delegation in Congress 
and that Congressional leaders and other 
men of influence in Washington were 
in full sympathy with his aims. 

This pamphlet was sent to the news. 
papers of San Francisco and Sacramento 
and to men of means in both cities. 
Judah followed it up with personal visits, 
In San Francisco he found no encourage- 
ment. 

Daniel Strong, who worked with Judah 
in this first effort to raise money, tes- 
tified in 1887 before the Pacific Railroad 
Commission that only two men bought 
stock in San Francisco, and that they 
were both residents of Grass Valley. 

Judah’s dream failed to attract men 
who were getting 2% to 3% per cent 
a month interest on their money in 
the regular course of business. His 
project offered no profits at all until 
the road was built, and that would take 
years. When the profits did come, there 
was no likelihood that they would be 
anything like the returns to which west- 
ern investors were accustomed. Further- 
more, if the venture failed, as many 
similar enterprises had, there was the 
California law which made stockholders 
liable for their proportion of the com- 
pany’s liabilities. 

San Francisco said “No.” 

Judah went to Sacramento and, 
through newspapers and public meetings, 
sought to interest capital in his plan. 
It was at this stage of the drama that 
the “Big Four” made their entrance. 

James W. Bailey, a Sacramento jew- 
eler, and a friend of Judah’s, went to 
Leland Stanford, a prosperous merchant 
of that town, and told him that Judah 
had discovered in the mountains a pass 
over which a railroad could be built. He 
told what the engineer had done in the 
way of temporary organization, and 
asked Stanford if he would see Judah, 
hear his story, and, perhaps, put some 
money in the project. 


Stanford asked Bailey to let him first 
talk over the matter with his friend, 
Collis P. Huntington, a member of the 
hardware firm of Huntington & Hopkins. 

Huntington and Stanford met that 
night at Stanford’s home. There were 
subsequent meetings. They brought in 
Mark Hopkins, Huntington’s partner, and 
their friend, Charles Crocker. Judah 
was invited to tell his story, which he 
seems to have done with convincing 
effect. 

Huntington said he would be willing 
to pay his share of a proper survey. He 
would promise nothing more, he said, 
until he knew the results of such a sur- 
vey. To this the others agreed, and 
Judah was directed to go ahead, with 
the understanding that if the actual con- 
ditions were found to be as represented, 
a company would be organized to build 
the railroad. 


(To be continued in June 23 issue) 
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